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ANOTHER TRAFFIC YEAR 

We believe our subscribers will agree with us that 
the year just closing has been the most interesting, 
in a traffic sense, of any they have experienced, as 
well as the one in which they have most needed 
this magazine to keep them informed in regard to 
the things they have had to know to do their work 
properly. We believe they will agree also that the 
next year is likely to be still more interesting and 
to increase the usefulness of this magazine to those 
to whom it makes its appeal. The situation which 
has created this increased interest in and necessity 
for a magazine of this kind is beyond our control, 
of course, but we do lay claim to credit for keeping 
our readers closely and accurately in touch with it. 
We shall continue this policy in the future and 
shall endeavor to make ourselves still more valu- 
able to our clients, not only by our treatment of the 
large and serious problems confronting us and the 
ever changing rules and guides for doing business, 
but in the more special efforts that we continually 
make to be of help. 

For instance, the course of traffic lessons by 
Grover G. Huebner, which has been running for 
two years in our columns and which has made a 
wide appeal, is now closed. In its place, as we 
lave previously announced, we have arranged with 
Professor Huebner for a series of articles on the 
subject of ocean shipping. The first one, pointing 
out the probable increased importance to this coun- 
try of ocean shipping in the near future, will be 
published soon after the first of the year. Others 
dealing with specific shipping practices will follow 
in due course. 

Another thing we hope to do soon is to publish 
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in our Daily and in our Weekly Traffic Bulletin the 
dockets of the eastern and southern district freight 
traffic committees, just as we are now publishing 
those of the western district freight traffic commit- 
tees, though we confess our confidence in being 
able to do this is being somewhat weakened. We 
do not understand the attitude of the Railroad Ad- 
ministration in the matter. At first we thought 
perhaps the plan of publicity did not appeal to it, 
but now it has been pronounced good and still there 
is delay. 

The Western Freight Traffic Committee put the 
plan into effect with its district committees Sep- 
tember 13, 1918, acting on its own responsibility 
without even asking the consent of anyone con- 
nected with the Director-General’s office. It worked 
well. We made efforts with the Railroad Admin- 
istration and with the eastern and southern freight 
traffic committees to have the plan put into effect 
in those territories, but we received nothing but 
courteous replies. We do not know whether any- 
one else made any such efforts. At any rate, there 
was finally promise of action November 21 when, 
at Cincinnati, Luther Walter, then Assistant Di- 
rector of the Division of Public Service and Ac- 
counting of the Railroad Administration, with his 
two assistants, Messrs. Heinemann and Atkins, met 
the shipper members of the district freight traffic 
committees and talked the plan over with them, by 
direction of his chief, C. A. Prouty. They found 
the western committeemen enthusiastic over the 
working of the plan and the eastern and southern 
members anxious to try it, believing it would cure 
many of the evils in the traffic committee system 
of making rates. 


When Mr. Walter left the meeting he said he 
would immediately try to have the same plan of 
publicity put into effect in the east and the south 
that was followed in the west. The committeemen 
were pleased. But nothing has been done. We 
ourselves wrote to Director Prouty with regard to 
the matter and received a reply from him, under 
date of November 25, saying that conclusions had 
recently been reached with respect to it and that it 
was contemplated that joint instructions would be 
issued in a very short time by himself and Director 
Chambers. That is more than a month ago, but so 
far as we know nothing has been done—nothing, 
certainly, has been done that has resulted in pub- 
licity. 

So, nearly four months after the Western Com- 
mittee inaugurated this successful plan and con- 
siderably more than a month after it was pro- 
nounced satisfactory at.a meeting of men who 
know best, called together to consider it, the east 
and south go on in the same old way. And yet we 
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are asked to believe that the hardships visited on 
shippers by the Railroad Administration have been 
only such as were necessary because of the war! 


Our policy with regard to the Railroad Admin- 
istration and its various divisions will continue to 
be exactly the same as it has been during the war 
—support for measures that are necessary and 
proper, but condemnation for measures that are un- 
necessary and improper—except that now that the 
war is virtually over we are in favor of doing away 
with a Railroad Administration altogether, where- 
as, while the war was on, we, of course, admitted 
that something of the sort was necessary. But now 
it is necessary only so long as is required to enact 
remedial legislation before the roads can be handed 
back to their owners with fairness to both the 
owners and the shipping public. But it is neces- 


sary until that legislation can be enacted, and we 
do not believe those in authority will dare to carry 
out their threat to hand the railroads back “pres- 
ently” if their plan for five years of federal control 
and government operation is not adopted forthwith. 


We have had a somewhat difficult and ungrateful 
part to play in attempting to differentiate between 
the necessary and proper acts of a Railroad Admin- 
istration clothed with autocratic power in time of 
war from the unnecessary and improper acts per- 
formed under the same power and possibly, there- 
fore, with legal right, but, nevertheless, “put over” 
because of the unwillingness of those adversely af- 
fected, many of them seeing clearly the unneces- 
sary injustice, to withstand the “win the war” cry 
that was raised by everybody with a scheme to per- 
petrate. No one wanted to run the risk of being 
unpatriotic or even of having some foolish one call 
him unpatriotic. So judgment was deferred in many 
cases and criticism was withheld until the fighting 
was over. 

We have tried to hold the candle through it all, 
not saying all that we might have said under other 
circumstances, perhaps, but in the main continuing 
to point out the things that we believed were being 
done regardless of any war necessity but merely 
because somebody had the power to do what he 
wished to do. These things have ranged from the 
stultifying of a President of the United States in 
the matter of the method to be used in advancing 
rates to a host of trifles that have only annoyed 
individuals here and there. We may have made some 
errors in judgment—though we do not think of any 
now. If so, we are sorry, but our course has been 
clear to us all the way through. It is much easier 
to let someone else bear the responsibility of de- 
ciding what is right and wrong and for many it 
was almost a balm for the wrongs they suffered to 
say to themselves that it would do no good to com- 
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plain—that they would only be accused, perhaps, of 
throwing obstacles in the way of the government 
in time of war—and therefore they might take their 
ease. Our satisfaction now is not so much in the 
fact that we are shown to have been right in our 
occasional opposition to the Railroad Administra- 
tion and its agents—for we knew that all the time— 
but in the admissions that are now being made on 
all sides that we fought the good fight and the only 
reason “we did not join you openly was because we 
could not afford to be misjudged, don’t you know.” 

We are hopeful of the future. As we have said, 
we do not believe the Administration will dare to 
relinquish the roads without remedial legislation 
after the scrambling its own acts have caused, if its 
five-year plan is not embraced. But if it does, the 
situation can be met in some way. We believe the 
threat is a bluff, and we believe in “calling” bluffs. 
Then when it is proved to have been a bluff a satis- 
factory plan can be worked out. Congress has set 
a time to begin work and drawn up a program—at 
least in the Senate. It is not beginning as soon as 
it should and probably will not work as fast as it 
should—but it hardly ever does. Railroad owners, 
railroad men, shippers, and business men generally 
are interested and proposing various plans of ac- 
tion. If all this activity can be harnessed, a wise 
plan of railroad regulation that will be fair to all 
and will guarantee the best possible service can be 
worked out in much less than twenty-one months 
after a permanent peace pact is signed—which itself 
may not be for many moons yet. There is no hurry 
except to get a hard problem solved in as little time 
as is consistent with wisdom. We have no fear 
for the future if only the demagogues and the poli- 
ticians and the this, that, and the other with other 
fish to fry than the best possible settlement of a 
great economic problem are squelched. 


INSPECTION AT INTERCHANGE 
POINTS 


A circular by Regional Director Smith says: 

“It is customary at most of the interchange points for 
each line to have inspectors for examination of freight 
make an inspection and record as to ventilation, refrig- 
eration, etc., including loading, bracing, stability of pack- 
ages and general condition of the freight. This was neces- 
sary for interline settlements. 

“Under Railroad Administration operation this duplica- 
tion can be reduced to save labor and avoid delays in 
moving traffic. As a general practice, therefore, the in- 
spection and record at junction points between federal 
controlled railroads should be made only by the receiving 
railroad and by the carrier delivering shipment to con- 
signee or to a line not under federal control. 

“TI understand, as a rule, at present this is already being 
done by joint car inspectors in the matter of open top 
cars. This order applies particularly to iceboxes, ven- 
tilators and other classes of inspection not heretofore so 
conducted. 

“Of course, there will be local exceptions to this new 
practice, depending upon the line upon which the ice- 
houses are located, and other details, which the respective 
managers can develop at their several junction points.” 
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The Question of Morale.—A stricken 
morale if federal control of the rail- 
roads were to continue, according to 
the provision of the existing statute, 
for only twenty-one months after the 
war, is one of the reasons given by 
the Director-General for asking for a 
five-year experiment in government 
operation. From what officials of rail- 
roads say, the question arises as to 
whether Mr. McAdoo did not himself 
deal a worse blow to the morale of 
the railroad organization by making 
his proposal than the law would give 
it. One vice-president, for instance, calls attention to the 
fact that since the recommendation every railroad employe 
must consider what he shall do in regard to it. Before it 
was made he knew that at the end of twenty-one months 
after the war the property would probably be returned to 
the company and the chances were that he would be back 
in his old job. Now he must wonder, if he decides to keep 
his mouth shut, whether, in the event the five-year pro- 
posal goes through, the fact that he did not help will en- 
danger his place. If he decides to back up the Director- 
General and the five-year scheme goes into the ditch, what 
will be his standing? In other words, the proposal, nolens 
volens, puts the railroad employe into politics, with the 
assurance that he has one of two chances to guess wrong 
as to which side contains the butter for his bread. Before 
that suggestion was made to Congress, the man knew that 
the closer he kept his eyes glued to the tasks set before 
him the more certain he would be of being in favor, with 
both his company and the Director-General. Ninety per 
cent of the higher officials of the railroads, it is believed, 
detest participation in public affairs. That belief is enter- 
tained not withstanding declarations tending to make the 
public believe the average railroad is always in politics up 
to its eyes, corrupting legislatures and “putting over” 
things to the public hurt. Therefore, the possibility of 
having to line up, either for or against the Director-Gen- 
eral’s proposal, has not stirred ‘any perceptible amount of 
enthusiasm. 








Commissioner McChord’s Special Report.—At this time 
a peep at the special report Commissioner McChord sent 
to Congress December 5, 1917, may be interesting. He sent 
a message of his own while his colleagues were sending 
ene for the Commission. The central thought in his sug- 
gestions was unification and co-ordination of the existing 
governmental agencies, which were exercising control over 
transportation. He said that if the President did not elect 
to take over the railroads, under the act of August, 1916, 
then all the governmental forces at work should be cen- 
tralized, by act of Congress. Under such control, he said, 
all the forces at work then could be at once utilized, in- 
cluding the carriers’ executive committee, “under a single 
governmental administrative control.” Inasmuch as Mr. 
McChord is one of the men who has been spoken of as a 
possible successor to Mr. McAdoo, his suggestion in 1917, 
made at the time when the railroads resolved to treat 
their lines as parts of a single national railroad system, 
would seem to indicate that if he should have an oppor- 
tunity to pull the transportation machine out of the ditch, 
his first act might be to dissolve the big organization Mr. 
McAdoo has built up in Washington, and call on the Fair- 
fax Harrison committee to take charge of the unified rail- 
road system and operate it under direction from a “single 
governmental control.” That is to say, he might send the 
directors of divisions back to their railroad jobs, call Fair 
fax Harrison’s committee back here, and then issue orders 
to Mr. Harrison and his colleagues. Another thought with 


regard to him is that he might have the various traffic 
hianagers filing tariffs with the Commission, just as if the 
government were not operating the railroads, and let the 
traffic men and shippers fight out the question as to how 
much should be paid for a service, with the Interstate 
Commerce Commission as the umpire to settle their dis- 
a zreements. 


In a word, his friends say, he would busy 
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himself only with getting the stuff moved, not as to how 
much should be paid for the moving, except in a general 
way. His main thought throughout that message to Con- 
gress was “government fellows, get together, so one of us, 
speaking for all, can give orders which, if not followed 
strictly, will be followed by the removal of the official or 
officials who fail. The railroads have given their executive 
committee plenty of authority to do anything and every- 
thing necessary, if we of the government will only tell 
them, but with only one voice, what they must do.” He 
assumed that the railroads had been unified (by the cre- 
ation of the trust agreement of April 11, 1917) and that 
the unification needed in 1917 was of governmental agen- 
cies. He pointed out that at least half a dozen govern- 
mental agencies were issuing orders to the railroads and 
that, in a large measure, the failure of the railroads was 
the direct result of the confusing, if not conflicting orders, 
issued by the government. 





The Boys Are Coming Home.—The young men who en- 
listed for the war are beginning to come back to the Com- 
mission. More than 300 of its employes went to war, the 
number being 329 or thereabouts. Among the men who 
come into contact with the public who have returned are 
Captain Wilbur La Roe, who resumed his place as attor- 
ney-examiner the day after Christmas; Second Lieut. 
Hauser, who has returned to his place as confidential clerk 
to Chairman Daniels; and Yeoman H. J. Balzer, who was 
missed from the docket division of the Commission. He 
was the custodian, under Frank Stratton’s supervision, of 
the card index, which he needed only on rare occasions, 
because the important part of the index is carried imme- 
diately under his curly locks. Every one of the men made 
a financial sacrifice, especially those who were in the en- 
listed personnel, like Hauser and Balzer. None of the 
men who went to France has returned to his place, but 
early in the new year they are expected back. Inasmuch 
as the work of the Commission is already tending to nor- 
mal proportions and inasmuch as it will probably be larger 
than ever in a short time, everyone, it is supposed, will 
find his place open for him as soon as he gets back. 





Rumors of Resignation.—Every highly placed railroad 
man in the Railroad Administration counts that day lost 
whose low descending sun has not found some resignation 
rumor concerning himself well begun. Edward Chambers, 
director of traffic, was the subject of talk of that kind just 
before Christmas, while he was in Oklahoma. Apparently 
the rumor started among his friends in California. So 
many other Californians who came here to do war work 
are returning that it would be ignoring one who ranks as 
a native son, if he is not one, if the rumor did not carry 
Mr. Chambers’s name. Those who think they know his 
feelings have no doubt but that he has a longing for doing 
traffic work under conditions different from those pre- 
vailing in Washington at this time. But those who know 
him believe he will not throw up his job while there is 
work to be done, even if it is being done nuder irksome 
conditions. Nearly every man in the Administration is 
credited with a desire to return to the former ways, but 
also to be under restraint because of a sense that he ought 
to furnish some degree of support for the plans of the 
Director-General. Those who heard Walker D. Hines talk 
to the National Chamber of Commerce committee obtained 
a different impression as to his real feelings from that 
which his published speech conveys. They heard his words, 
but between the lines they heard, some of them say, a 
constant reminder that while this five-year plan was a 
good thing to talk about, the proper thing to do would be 
to return the property to its owners and get rid of the 
burdens government operation is placing on those who use 
the railroads, which, of course, means every man, woman 
and child in the country. The impression conveyed by the 
printed speech was that Mr. Hines thinks the five-year 
plan is a thing of great merit that should be tried so that 
Director-General McAdoo could carry out the ideas he 
formulated when he thought the only safe plan would be 
to prepare on the theory that it might take three years to 
end the war in the proper way. Three years of war might 
have made the continuance of federal control last for just 
about five years, without any change in the statute. 


The La Follette Seaman’s Law.—The inference to be 


drawn from the U. S. Supreme Court’s decision on ques- 
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tions concerning the La Follette seaman’s act, in the ab- 
sence of the complete opinion on the subject, is that the 
act is constitutional as to the provision about the breaking 
of shipping contracts, so far as American ships in Amer- 
ican waters, are concerned. That is to say, a sailor on an 
American ship voyaging from New York to Norfolk and 
thence to some south Atlantic port may “jump his job” at 
the first port-at which the ship stops and receive at least 
half the wages that has been paid him. If that inference 
is correct, then the law will place American ships at a 
disadvantage in comparison with foreign ships because the 
higher wages and better living conditions prescribed by 
the statute will have to be paid and provided before the 
ship leaves American waters, with no remedy when she 
returns thereto: Generally speaking, the answers made 
to the questions certified to the court by the circuit court 
seem to mean that the law will not apply to foreign ships 
at all, even if they come into American ports. That is to 
say, assuming that high wages and big living quarters, 
which add to the expense of the operation of a ship con- 
stitute a disadvantage, the American ships are the ones 
that will have to be handicapped, and the foreigners that 
come into American waters will be free of the burdens of 
the law. A. E. H. 


JOSEPH B. EASTMAN 


The Trafic World Washington Bureau. 


Joseph Bartlett Eastman, nominated by the president to 
fill the vacancy on the Interstate Commerce Commission 
bench caused by the retirement of George W. Anderson, 
now on the federal bench in Massachusetts, is thirty-six 
years old, the son of a minister of the gospel, who has 
been long a pastor at Pottsville, Pa. He was graduated 
from Amherst in the class of 1902. One of his classmates 
is Fayette B. Dow, for several years an examiner for the 
Commission, and, as such, Commissioner McChord’s right- 
hand man in the matter of car service during the trying 
winter of 1916 and 1917, but now practicing law in Wash- 
ington. 

The keynote to Mr. Eastman’s life, since leaving college, 
at least, one of his friends said, is to be found in the fact 
that if there was any task of a civic nature to be done and 
all other men were too busy with their own affairs, East- 
man would do it. Hé studied law, but did not become a 
lawyer. A year after his graduation he spent at South 
House, a settlement work establishment. All the time he 
was taking an interest in public questions, especially in 
those raised by the franchises of public utilities. He was 
& member of the Franchise League, in which Louis D. 
Brandeis and George W. Anderson were prominent workers. 

When Mr. Anderson resigned from the Massachusetts 
Public Utility Commission to become federal attorney for 
the district of which Boston is the court seat, Mr. East- 
man was appointed to fill that vacancy, completing his 
first term last summer and being reappointed for another 
three-year term. 

Now the President suggests to the Senate that he would 
be the proper man to fill the vacancy created by Ander- 
son’s elevation to the bench. The question of his confirma- 
tion will not come up until after the holiday recess, which, 
so far as the interstate commerce committee of the Senate 
is concerned, terminates January 2. On that day it begins 
its hearings on the general railroad situation. It is out 
of the question, it is believed, for the committee to take 
any action on the nomination on that day, because it will 
begin its hearings at 10 o’clock in the morning and carry 
them on probably all day for a week or more. Between 
times it may consider the nomination of Mr. Eastman. 
The Senate, however, is not as prompt as it used to be in 
considering nominations. Whether that is due to the fact 
that President Wilson often allows a vacancy to continue 
for weeks and months, or to something else, is a question 
that can be answered as pleases the inquirer. The Ander- 
son vacancy has existed for a long itme, presumably be- 
cause there was an idea in the vicinity of the White House 
and elsewhere that the work of the Commission, during the 
war, was not of a pressing nature and the filling of a va- 
cancy was something that could be laid aside for a mo- 
ment when there was not so much else to do. 

Some question has been raised as to whether Mr. East- 
man is to be considered a Democrat or a Republican. He 
is reported as having said that he is an independent. The 
law forbids the appointment of more than five members of 
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any one party. In practice that has hitherto meant that 
the majority party would have five members on the Com- 
mission and the major minority party four. There is no 
independent party of national organization. The terms of 
the law would be complied with if not more than five Demo- 
crats or five Republicans were appointed. It is suspected, 
however, that the senators would object if the President 
should send. them the names of many independents be- 
cause nearly every independent has a leaning toward one 
or the other of the larger parties and senators are inclined 
to classify independents according to their known or sus- 
pected inclinations. Under that rule they would place 
Eastman as a Republican, because, at times when every- 
thing appeared to be equal, he acted with that party. 

At no time during the life of the Commission, prior to 
1914, was there ever a suggestion that any President of 
the United States had any views as to what should be 
done by the Commission with any pending application for 
a general increase in rates. Until that year the political 
leaning or affiliation of a commissioner was never dis- 
cussed because his partisan feelings were never suspected 
of having influence on him in determining rate questions. 

Among men who do business with the Commission, the 
politics of a commissioner is of no more thought than 
whether He had grapefruit or oranges for breakfast, 
whether he had poached, boiled or fried eggs, or whether 
he ate any breakfast at all. But at the Capitol, nearly all 
questions are considered more or less in the light of the 
politics of the men raising them, hence the query as to the 
politics of the nominee, the assumption among the senators 
appearing to be that the answer thereto is of importance. 

His nomination is reecived with great satisfaction among 
those who know him, and especially by those in touch 
with the state railroad commissioners. The appointment 
is especially pleasing to Charles E. Elmquist, the repre- 
sentative in Washington of the national association of 
railroad commissioners. Mr. Eastman’s prospective col- 
leagues on the Commission naturally would not comment 
on him, but it is known that several of them regard him 
as exceptionally well fitted for the work—fitted by ex- 
perience in the regulation of state rates, by close study, 
and by a poise and vision that will enable him to go into 
the work of the national body with every promise of mak- 
ing a good record. 

The appointment has been expected for some time. He 
was appointed to the Massachusetts commission by a 
Democratic governor and reappointed by a Republican. 


DEVELOPMENT OF FOREIGN TRADE 


The Trafic World Washington Bureau. 


T. C. Powell, inland traffic manager for the War Indus- 
tries Board, has sent out a circular letter with a view to 
finding out how much information manufacturers and ex- 
porters are willing to give the government to aid it in 
formulating plans for the extension of foreign trade. His 
circular is as follows: 

“It appears to be the consensus of opinion that one out- 
let for the surplus capacity of the United States is in the 
direction of foreign trade, and with that thought in mind, 
for the purpose of ascertaining to what extent the manu- 
facturers of the United States are interested in such for- 
eign trade development, I am addressing this letter to a 
large number of the firms which, in the course of the past 
year, have had relations with the War Industries Board, 
as it seems advisable to establish a point of contact be- 
tween the United States Railroad Administration and the 
exporters and importers of the country, to develop whether 
the Administration can be of any substantial assistance. 

“The Port and Harbor Facilities Commission, created by 
resolution of the U. S. Shipping Board in May, 1918, has 
been for months collecting all the information available 
with regard to facilities at the ports, and is co-operating 
with the Railroad Administration in preparing other data 
for consideration. 

Are you disposed to give information regarding foreign 
trade, such as (a) character and volume of business; (b) 
country with which the foreign trade relations are to be 
established or extended; (c) relation between such de- 
velopment and the transportation facilities and rates of 
freight; (d) any other data which will be of value to the 
Administration (or any individual railroad) in preparing 
for such foreign commerce? If so, I shall be very glad to 
receive your suggestions.” 
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RATES ON CONDENSED MILK 


An award of reparation has been made in No. 9595, 
Chapin Sacks Manufacturing Company vs. Pere Marquette 
et al., opinion No. 5471, 51 I. C. C., 443-6, on account of 
unreasonable rates on condensed milk in carloads, in milk 
shipping cans, from Webberville, Mich., and Washington, 


. D. C., to Jacksonville, Fla. 


DEMURRAGE AND SWITCHING 


The Commission has dismissed No. 9609, Chattanooga 
Sewer Pipe & Fire Brick Company, opinion No. 5472, 51 
I. C. C., 447-8, holding that demurrage and switching on 
empty cars placed for loading, but not loaded, was properly 
charged, even if the amount so charged was greater than 
the amount that would have accrued had the cars been 
held as long as they were and then been tendered to the 
carriers loaded. 


CAKE ORNAMENTS 


Double first class, $7.40 per 100 pounds, is not an unrea- 
sonable rate on less than carload shipments of cake orna- 
ments—the kind that are put on the creations such as 
army brides slice with a saber. That’s the opinion of the 
Commission. Therefore, it has dismissed No. 9730, M. Getz 
& Co. vs. A. T. & S. F. et al., opinion No. 5476, 51 I. C. C. 
454-5. The complainant contended that first class would 
have been sufficient. It also contended that the ornaments, 
consisting of a composition of gun tragacanth, sugar and 
water, should be classed as notions. The third division, 
consisting at the time the report was written of Harlan, 
Hall and Anderson, looked into the dictionary, found that 
notions, as a word, means pins, needles, thread and other 
articles for personal use, and said the birds, flowers and 
so forth, reproduced in gum tragacanth, were not such. It 
also found that much space is used in shipping the orna- 
ments, which, of course, weigh practically nothing. 


COTTON MOP HEADS 


In No. 9860, Paducah Board of Trade et al. vs. Illinois 
Central et al., opinion No. 5479, 51 I. C. C., 462-5, the Com- 
mission held as unreasonable (and ordered reparation) a 
first class rate on cotton mop heads, L, C. L., from Paducah 
to Chicago, because in excess of the second class rate. 
The complainants sought to have a commodity rate estab- 
lished, but the Commission said the record showed no 
instance where such treatment had been accorded to 
mop heads. The case did not challenge anything except 
the charges since November 1, 1916, to September 7, 
1918. The increase made by the Director-General was not 
in issue because the pleadings were not amended. 


RATES ON PINE LUMBER 


Holding that the complainant had not shown itself dam- 
“ged by the discrimination alleged, the Commission dis- 
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missed No. 9555, Crossett Lumber Company vs. Arkansas 
& Louisiana Midland et al., Opinion No. 5469, 61 I. C. C., 


438-440. The complaint was based on the fact that on 
March 1, 1915, the blanket pine rates from Crossett and 
other points in a particular group were increased, while 
those from points on the Tremont & Gulf were not. The 
report says the Tremont Lumber Company is the only 
one whose competition was of consequence to the com- 
plainant, “but the record contains only general statements 
as to this competition.” 


RATE ON GLASS BOTTLES 


An award of reparation has been made in No. 9903, 
Charles Boldt Co. vs. C., B. & Q. et al., opinion No. 5492, 
51 I. C. C., 491-2, on account of a joint rate of glass 
bottles from Huntington, W. Va., to St. Paul and Minne- 
apolis in excess of the combination on Chicago or Peoria, 
over which routes the shipments moved. The joint rate 
was 37.4, while the combination was 36.4. The complain- 
ant suggested that the combination on Danville, which 
is lower than that based on Chicago or Peoria, should 
have applied, but the Commission, in its report, pointed 
out that it has always held that the lowest combination 
that could be used was that applicable over the route of 
the movement, when the route was designated by the 
shipper.” 


CHARGES ON SEWING MACHINES 


The Commission has dismissed No. 8568, Davis Sewing 
Machine Co. et al. vs. P. C. C. & St. L. et al., and Sub 
No. 1, Same vs. P. C. C. & St. L., opinion No. 5470, 51 
I. C. C., 441-2. The complaint°was a claim for reparation 
on shipments of sewing machines from Dayton, O., to 
Bienville, Ruston, Mansfield and Coushatta, La., between 
Feb. 25 and May 1, 1914. The rates charged were alleged 
to be unreasonable because in excess of the combinations 
on New Orleans or Vicksburg. The Commission found 
some of the shipments to have been over and some under 
charged. It also found the rates unreasonable to the 
extent that the through rates exceeded the aggregate of 
the intermediates, but denied reparation on the ground 
that no witness was presented having knowledge of the 
fact as to whether the complainant paid the charges. 


DOORS FOR GLASS SAND 


A finding has been made in No. 10025, Morgan County 
Sand Producers’ Association vs. Baltimore & Ohio, opinion 
No. 5485, 51 I. C. C., 475-6, that the discontinuance by the 
carrier of allowances to shippers for inside door protection 
for shipments of glass sand did not result in unreasonable 
or unduly prejudicial rates or charges. The complaint 
was therefore dismissed. 
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RATES ON POTATOES 


An award of reparation has been made in No. 9911, 
Fort Smith Commission Company vs. Midland Valley et 
al., opinion No. 5491, 51 I. C. C., 489-90, on account of an 
unreasonable rate on potatoes from Webbers Falls, Okla., 
to Shreveport, La. The unreasonableness consisted in 
the fact that the component from Werner to Shreveport 
was 48 cents. The Commission thinks that 40 cents 
would have been proper and ordered reparation down to 
that figure, but made no order for the future because the 
Director-General was not made a party to the case. 


RATES ON LUMBER 


CASE NO. 9924 (51 I. C. C., 431-435) 
LUMBERMEN’S ASSOCIATION 
VS. ANN ARBOR RAIROAD COMPANY ET AL. 


Submitted June 7, 1918. Opinion No. 5467. 


By complaint filed Oct. 24, 1917, rates on lumber, in carloads, 
from Chicago, Ill., to points in Central Freight Association 
and Eastern Trunk Line territories are attacked as being 
unreasonable and unduly prejudicial. Held: 

1. Effective June 25; 1918, the Director General of Railroads, in 
exercise of powers conferred upon the President by the Fed- 
eral control act, initiated rates higher than those complained 
of. Rates so initiated can only be reviewed by us upon 
complaint as prescribed in the Federal control act. 

2. Complainant, although given an opportunity to bring in the 
Direct6r General, as an addiitonal defendant, has not taken 
such action. 

3. Complaint dismissed. 


DIVISION 3. 
DERSON: 

The title complainant is an association representing in 
its membership a large proportion of the wholesale, retail, 
and manufacturing lumber interests of Chicago, Ill. Eight 
of the Chicago lumber companies joined’ individually in 
the complaint, in which it is alleged that the rates on 
lumber from Chicago to points in central freight associa- 
tion and eastern trunk line territories are unjust and un- 
reasonable, in violation of section 1; also that they are un- 
duly discriminatory, in violation of sections 2 and 8, in 
comparison with rates on lumber from St. Louis, Mo., East 
St. Louis, Thebes, and Cairo, Ill., Evansville and New 
Albany, Ind., Louisville, Ky., Cincinnati, Ohio, Marinette, 
Wis., and points taking the same rates to the same desti- 
nations. The Commission is asked to prescribe the rates 
effective before certain increases from Chicago, effective 
in July and September, 1917, or such other rates as may 
be found reasonable and just, and to require that lumber 
from Chicago be given commodity rates instead of class 
rates. 

Eastbound lumber in carloads from Chicago takes sixth- 
class rates, and has been on that basis for many years. 
Following the decisions in The Fifteen Per Cent Case, 
45 I. C. C., 308, and C. F. A. Class Seale Case, 45 I. C. C., 
254, the rates from Chicago were increased, effective to 
eastern trunk line points July 16, 1917, and to central 
freight association points September 22, 1917. The extent 
of these increases is indicated by the following statement: 


Commissioners HARLAN, HALL, and AN- 


INCREASES IN LUMBER RATES FROM CHICAGO EFFECT- 
IVE JULY 16 AND SEPT. 22, 1917. 


In- Amount Rate 
Former creased of in- of in- 
Distance, rate, rate, crease, crease, 
Destination. miles. cents. cents. cents. per ct. 
South Bend, Ind. ...... 86 8.4 9.5 p 13.1 
COUNMSS, BUM, nc ccccsces 101 8.4 10 1.6 19 
Terre Haute, Ind. ..... 177 9.5 12 2.5 26.3 
Indianapolis, Ind. ..... 183 9.5 12.5 3 31.6 
Vincennes, Ind. ........ 234 11 13.5 2.5 22.7 
Kalamazoo, Mich. ..... 141 9.5 11.5 2 21 
Battle Creek, Mich. .... 164 9.5 12 2.5 26.3 
SPOtPORe.. BEICR. ..cccccce 272 10.5 14 3.5 33.3 
memy City, BRICR. .i..0ss 306 10.5 15 4.5 42.9 
eee 233 10.5 13.5 3 28.6 
Cleveland, Ohio ....... 339 12.6 15 2.4 19 
Columbus, Ohio ....... 315 12.6 15 2.4 19 
Cincinnati, Ohio ....... 285 12.6 14.5 1.9 15.1 
Pittsburgh, Pa. ........ 468 15.8 17.5 pH 10.8 
I, 28. Ms estcciwes 525 15.8 17.5 Bs 10.8 
Rochester, N. Y. ....... 591 19.5 22 2.5 12.3 
mrracuse, NM. YT. ..sccecs 671 21 24 3 14.3 
Sy 4. Aer 724 23.7 27 3.3 13.9 
CO SS. Fae 819 25.2 29 3.8 15.1 
OW TOrk, N. Y..s cece 908 26.3 30 3.7 14 
BOSTON, BEABB. 2 .00cscce 979 28.3 32 3.7 13.1 
WOTCUORG, BEO.. ..cccsces 1,051 28.3 32 3.7 13.1 
Philadelphia, Pa. ...... 836 24.3 28 3.7 15.2 
Baltimore, Md. ........ 808 23.3 27 3.7 15.9 
OR eee 993 23.3 27 3.7 15.9 
SE, WE. kvcncecnes 721 23.3 27 3.7 15.9 
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The present rates on lumber from St. Louis and the Ohio 
River crossings to points in central freight association 
and eastern trunk line. territories are commodity rates, 
As the increases permitted by the decisions above cited 
were restricted to class rates, it follows that the increases 
from Chicago have changed materially the relationship 
formerly existing between the rates from Chicago and 
from competing points of shipment. The competition of 
St. Louis is particularly stressed by complainants, and 
it will serve the present purpose to compare the rates 
from Chicago and St. Louis, both before and after the 
recent increases from Chicago. A witness for complain- 
ants testified that an examination of lumber shipments of 
his firm and some others for about 11 months of 1917 
showed an average loading of 58,000 pounds per car. We 
may assume that the average loading of all lumber moy- 
ing in official classification terirtory is at least 50,000 
pounds, and for the purpose of comparison this figure has 
been used in the following table: 


COMPARISON OF RATES AND EARNINGS ON EASTBOUND 
LUMBER FROM CHICAGO, ILL., AND ST. LOUIS, MO. 





CHICAGO. , ; 

‘ = 

vi § . | = 5 
o ~ o a o ~ i) a 
2 $s &3 Se ga 3 
i a as ASD & as Ag 

Destination. a a af n? nf mn 
° be oF bo he aa to | oe 

S Ow Sd EG av E@ So 

Ss gs = Ei = 5 =| on 

a so 68S FE 68 SE 38 

= cd G) a fg) S| 

South Bend, Ind. 86 8.4 19.5 48.8 9.5 22 55 
Elkhart, Ind. ... 101 8.4 16.6 41.5 10 19.8 49.5 
Terre Haute, Ind. 177 9.5 10.6 26.5 12 13.4 33.5 
Indianapolis, Ind. 183 9.5 10.4 26 12.5 13.4 33.5, 
Vincennes, Ind.. 234 11 9.4 23.5 13.5 11.4 28.5 

Kalamazoo, 

ere 141 9.5 13.5 33.7 11.6 16.3 40.7 
Battle Creek, 

Fe 164 9.5 11.6 29 12 14.6 36.5 
Detroit, Mich.... 272 10.5 70 19.2 14 10.3 25.7 
Bay City, Mich.. 306 10.5 6.8 17.2 15 9.8 24.5 
Tamede, OG; cose 233 10.5 9 22.5 13.5 $4.3 27.7 
Cleveland, O. .. 339 12.6 7.4 18.5 15 8.8 22 
Columbus, O. ... 315 12.6 8 20 15 9.5 23.7 
Cincinnati, O.... 285 12.6 8.9 22.2 14.5 10.2 25.5 
Pittsburgh, Pa.. 468 15.8 6.8 17 17.5 7.5 18.7 
Buffalo, N. Y.... 525 15.8 6 15 17.5 6.6 16.5 
Rochester, N. Y. 591 19.5 6.6 16.5 22 7.4 18.5 
Syracuse, N. Y.. 671 21 6.3 15.7 24 7.2 18 
i i eee 724 23.7 6.5 16.2 27 7.5 18.7 
Albany, N. Y. .. 819 25.2 6.1 15.2 29 7.1 77 
New York, N. Y. 908 26.3 5.8 14.5 30 6.6 16.5 
Boston, Mass... 979 28.3 5.8 14.5 32 6.5 16.2 
Portland, Me....1,051 28.3 5.4 13.5 32 6.1 15.2 
Philadelphia, Pa. 836 24.3 5.8 14.5 28 6.7 16.7 
Baltimore, Md.. 808 33.3 5.8 14.5 27 6.7 16.7 
Norfolk, Va. ... 993 23.3 4.7 3.7 27 5.4 13.5 
Roanoke, Va. ... 721 23.3 6.4 16 27 7.5 18.7 
Averages: 

Cc. F. A. points 236 10.8 10.4 26.1 13.2 12.7 31.8 
, Eastern points 802 23.5 5.9 14.8 26.9 6.8 16.9 

All points.... 497 16.6 8.4 20.9 19.5 10 24.9 

ST. LOUIS. 
Earnings Earnings 
per ton- per car- 
Distance, Rate, mile, mile,* 

Destination. miles. cents. mills. eents. 
Bowmth. Feme, WG. oicccccccs sca 342 10.5 6.1 15.2 
pe re 369 10.5 5.7 14.2 
Terre TEAMte, TRE. ...cciccscce 169 7.4 8.8 22 
FREIAMADONE, TG. 626.02 ccccccce 241 8.5 7 17.6 
ji ee 151 7.4 9.8 24.5 
Kalamazoo, Mich. ......:sccecs 397 12.6 6.3 15.7 
Battlo Creek, BMICGR:. 2... 04.0600 420 12.6 6 15 
I eer ere ee 488 12.6 5.2 5S 
ae a Se 549 13.7 5 12.5 
ES OO ee ee 454 12.6 5.6 14 
CIES: GR  iciaictsevestescns 535 13.7 5.1 12.7 
CI, SI sc ccsietewsccowsee 429 12.6 6 15 
CN FE oko .c.cisvescseeeans 339 9.5 5.6 14 
yg SE ne 620 18.4 6 15 
I PL Bs 256600 ew cee sssies 718 18.4 4.1 10.2 
eS SD ee eee 792 21 5.3 13.2 
a re ere 873 22.9 5.2 13 
i a Soe ee 926 24.8 5.4 13.5 
oo = arr 1,020 26.2 5.1 32.7 
oe SE err 1,058 27.3 5.2 13 
eS rere ree 1,200 29.3 4.9 12.2 
a eer 1,272 23.3 4.6 11.5 
Phitedewnia,. Pa. ...cccecccses 9°0 25.3 5.2 13 
eS ere 915 24.3 5.3 13.2 
Oe A eee 1,047 24.3 4.6 11.5 
OS a a eee 775 24.3 6.3 15.7 
Averages: 

i ee ee ee Pee 393 11.6 6.3 15.7 

Pe a! 964 24.8 5.1 12.7 

pg ee re ee 658 17.7 5.7 14.3 





*Based upon average loading of 50,000 pounds, 
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Examination of the rates from other competing points, 
as well as from St. Louis, for similar distances in central 
freight association territory, reveals an apparent malad- 
justment as between St. Louis and those points, although 
the disparity is less than in the comparison of St. Louis 
and Chicago, as indicated by the following examples: 


Distance, Rate, 
From— miles cents. 
po ee ee ere 234 13.5 
St. Lows, Mo., tO INGIAMBPONS,. ING. o.6.0:0:00:0.0c00000% 241 8.5 
Cairo, T., to Terre BAUts, TG. occ ccccwsccccsoess 233 9.5 
Evansville, Ind., to Connersville, Ind. ............-. 236 9.5 
Lowinyine, Ey., tO Combes, ©. ....c.cccscvccacees 246 12.6 
Cimeremett,- ©... £@ BRUROPe, THE. occ cp cccanmacecesy 241 10.5 
4 ee ee es rrr re rrr ree 339 15 
St. Louis, Mo., to South Bend, Ind... ccccscccsseecs 342 10.5 
Cairo, Ti, tO) COmmereville, TRG. 6. ccccccaccecccces 400 11.6 
Evansvilie, Ind., to, Columbus, ©.. ...cccccciccesscsics 354 12.6 
Louisville, Hy., to Detroit, Mich. 2... ccccrcvcccesece 353 12.6 
Cincinnati. ©., to Bay Clty WHIGR. onc cc cciccecicessies 359 12.6 
Marinette, Wis., to South Bend, Ind. ............. 348 12.6 


The distances used in these tables are not in all cases 
the shortest, but are over routes commonly used. 

The discriminatory character of the present adjustment 
as between Chicago and competing points is apparent, and 
is admitted by the defendants. They insist, however, that 
the Chicago rates should not be reduced, but that the rates 
from competing points should be increased to such an 
extent as will place them on a relative basis with Chi- 
cago. Their witness, the chairman of the central freight 
association, stated his understanding of the history of the 
lumber rates applying through and from the various river 
crossings, and the theory of their relationship to one an- 
other and to the rates from Chicago. It is unnecessary 
to discuss this testimony. The witness stated that the 
defendants had-applied the increases permitted under the 
decision in The Fifteen Per Cent Case to the lumber 
traffic as to other traffic moving under class rates, feeling 
that their need of revenue would not permit delay; that 
the defendants were expecting similar authority in the 
same proceeding to increase their commodity rates on 
lumber, which would enable them to restore the former 
relationship between Chicago and other points; and that 
upon the conclusion of that proceeding it was their pur- 
pose to file applications under section 15 for permission 
to place all of their lumber rates in central freight asso- 
ciation territory on the sixth-class basis, and to make a 
corresponding increase in the rates applying interterri- 
torially. This, it is claimed, would place the lumber rates 
substantially upon a mileage basis and would remove 
whatever discrimination now exists between shipping 
points. 

Under date of March 12, 1918, subsequent to the hearing 
in this case, the Commission issued an order in The Fif- 
teen Per Cent Case, providing, among other things, that 
the carriers might increase their commodity rates on lum- 
ber and forest products in official classification territory, 
including joint rates between official classification terri- 
tory on the one hand and southeastern territory, the south- 
west, and points on or east of the Missouri River on the 
other, by 1 cent per 100 pounds. 


Conclusions. 


Assuming that the carriers will avail themselves of the 
permission given in the order of March 12, it is apparent 
that the relationship of lumber rates will still be unduly 
prejudicial to Chicago, although in less degree than at 
present. 

In neither The Fifteen Per Cent Case nor the C. F. A. 
Class Scale Case was the authority given the carriers to 
increase their class rates as applied to lumber specifically. 
The investigations were general and the findings general. 
The decision of June 27, 1917, in the former case was 
essentially similar to that in The Five Per Cent Case, 32 
1. C. C., 325, the nature and scope of which were thus 
defined in Globe Soap Co. vs. A. & S. Ry. Co., 40 I. C. C., 
121: 

The permission given in the five per cent case, supra, was 
uecessarily general. That case did not approve any specific rate 
is reasonable in itself or as properly adjusted with respect to 

ther rates, nor did it justify in advance any rate which might 

« published as a result thereof. The act casts upon the carrier 

he burden of proof to show that a rate increased after January 
|, 1910, is just and reasonable and that burden is not removed 

y a general permission of the Commission, such as that relied 

pon by the defendants, for it is the total rate which must be 

istified and not the amount of the increase. 


In the present proceeding the defendants made no at- 
‘empt to justify their increased rates on lumber from 
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Chicago further than to assert their need of increased 
revenue and to state their belief that lumber may prop- 
erly take sixth-class rates. In Cadillac Lumber Exchange 
vs. A. A. R. R. Co., 43 I. C. C., 636, cited by defendants, 
the Commission considered primarily the relationship of 
rates, and such finding as is there made respecting the 
reasonableness of rates from two Michigan points should 
not be given controlling weight in this proceeding. The 
revenue need was established in The Fifteen Per Cent 
Case, but we have no evidence that the carriers were en- 
titled to a greater increase in their rates on lumber from 
Chicago than from competing points. The defendants 
should be required to establish and maintain on lumber 
in carloads from Chicago to points in central freight as- 
sociation and eastern trunk line territories rates which 
will not exceed by more than 1 cent per 100 pounds the 
rates applied to such traffic before the increases of July 
and September, 1917, hereinbefore mentioned. 
ANDERSON, Commissioner: 

The foregoing is the report of the examiner which was 
served upon the parties. No exceptions thereto were filed 
and oral argument was waived. 

Since the submission of the case, the Director-General, 
in exercise of powers conferred upon the President by the 
federal control act, approved March 21, 1918, has, by Gen- 
eral Order No. 28, bearing date of May 25, 1918, initiated 
and directed the establishment on June 25, 1918, of rates 
which exceed the rates attacked, thereby fixing the rates 
to be applied for the future on the traffic here under con- 
sideration. Although given opportunity to amend the 
complaint so as to include the Director-General as party 
defendant, complainant has not done so. However, ef- 
fective Octobtr 22, 1918, the rates from Chicago were fur- 
ther modified, and the present rates are apparently satis- 
factory to complainant. No action can be taken by the 
Commission upon the present pleadings. 

The complaint will be dismissed. 


ABSORPTION OF SWITCHING 


CASE NO. 9728 (51 I. C. C., 500-504) 
CALIFORNIA CANNERIES COMPANY VS. SOUTHERN 
PACIFIC COMPANY ET AL. 

Submitted Oct. 9, 1918. Opinion No. 5496. 


1. Refusal of the Southern Pacific Co., having the line haul, to 
absorb switching charges on interstate noncompetitive 
traffic destined to the complainant’s plant on the terminals 
of another trunk line in San Francisco, while at the same 
time absorbing the switching charges on similar traffic to 
the plant of a competitor on a belt line owned and operated 
at that point by the state of California, found to subject the 
complainant to undue and unreasonable prejudice and dis- 
advantage. 

2. The trunk lines serving San Francisco being unified and co- 
ordinated under Federal control, there is no basis for any 
distinction between competitive and noncompetitive traffic. 

3. Reparation denied. 


HARLAN, Commissioner: 

This case was submitted upon an agreed statement of 
facts, supplemented by certain evidence offered by the 
complainant in respect of the damages said to have been 
sustained by it as the result of the undue prejudice to 
which, as is alleged, it was and is still being subjected by 
the defendants. The defendants also offered evidence in 
explanation of one of the paragraphs of the stipulation. 
In an examiner’s proposed report, served upon the parties 
in interest in accordance with the usual practice and dis- 
cussed at length on the oral argument, the stipulation was 
set forth in full, together with a summary of the addi- 
tional evidence adduced on the hearing. For our present 
purposes, however, a brief statement of the situation will 
suffice. 

The plant of the complainant in San Francisco is on a 
private track connecting with the terminals of the Atchi- 
son, Topeka & Santa Fe Railway. The California Packing 
Corporation, which is the complainant’s chief competitor 
in the business of packing and canning fruits and veg- 
etables, also has a plant in San Francisco, which is 
reached by a private track connecting with the rails of 
the State Board of Harbor Commissioners of San Fran- 
cisco Belt Railroad. The latter road is owned, maintained 
and operated by the State of California and is merely a 
local switching line. It therefore does not and cannot 
compete with the defendant carriers for line-haul traffic, 
either state or interstate. 

The controversy grows out of the fact that to and from 
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industries on the belt line the Southern Pacific, the chief 
defendant in the case, absorbs the switching charges of 
the belt line both on competitive and noncompetitive 
traffic; it also absorbs the switching charges of the Santa 
Fe on all traffic to and from wharves in San Francisco 
served by the Santa Fe. But to industries on the ter- 
minals of the Santa Fe at that point the Southern Pacific, 
when it has the line haul, absorbs the switching charges 
of the Santa Fe only on competitive traffic; on noncompet- 
itive traffic the Santa Fe’s switching charge of $2.50 per 
car is imposed in addition to the line-haul rate. In other 
words, while the complainant, for example, on its inbound 
shipments of fruits and vegetables from noncompetitive 
points, is required to pay the Santa Fe’s switching charge 
of $2.50 per car in addition to the line-haul rate of the 
Southern Pacific, the latter road absorbs the switching 
charges of the belt line and exacts only its line-haul rate 
on fruits and vegetables shipped from the same points to 
the plant of the complainant’s competitor on the belt line. 

This rate situation is alleged to be unjustly discrim- 
inatory and unduly prejudicial, and to subject the com- 
plainant to the payment of unreasonable rates and charges. 

The complainant and the California Packing Corpora- 
tion are in active and keen competition with each other. 
To a large extent they secure their fruits and vegetables 
from growers in the same general territories, and they 
ship their finished products to the same general markets 
of consumption. In the purchase of their raw materials 
the two concerns come into close rivalry; the record 
shows that at times a difference of 25 cents a ton in the 
price offered to the growers will determine which com- 
pany will become the purchaser. The packed and canned 
products are also sold on a narrow margin of profit. In 
1915 and 1916 the complainant stopped canning tomatoes 
because they were then being sold on such a close basis 
as to make it unprofitable. In now seeking to be put upon 
an equality in transportation rates and charges with its 
principal competitor the complainant illustrates its pres- 
ent disadvantages by showing that the imposition by the 
Southern Pacific, in addition to the line-haul rate, of the 
Santa Fe’s switching charge on the two or three inbound 
carloads of fresh tomatoes that are necessary to produce 
one outbound carload of canned tomatoes, together with 
the switching charge on the outbound carload, puts upon 
the canned products of the complainant a burden of at 
least $10 a car which its competitor, the California Pack- 
ing Corporation, altogether escapes. 

The line-haul rates of the Southern Pacific are not at- 
tacked by the complainant as unreasonable, nor is the 
Santa Fe’s switching charge of $2.50 a car assailed as 
intrinsically excessive. Nor does the complainant under- 
take of record specifically to show that the imposition of 
a switching charge, in addition to the line-haul rate, makes 
an aggregate charge on its noncompetitive shipments that 
is of itself unreasonable. What it seeks, under its com- 
plaint and upon the facts stipulated and shown of record, 
is to be placed upon an equality, in rates and charges, with 
its principal competitor. 

The defendants point out that on competitive traffic the 
complainant pays no switching charges in addition to the 
line-haul rates, and that it pays no switching charges on 
any traffic when the complainant uses the Santa Fe as a 
line-haul carrier. They also show that by using the lines 
of either defendant the complainant may put its canned 
goods at all points in a large competitive territory with- 
out paying switching charges in addition to the line-haul 
rate. All this, however, simply minimizes the extent to 
which the complainant is subjected to rate disadvantages, 
without justifying the disadvantages to which it is sub- 
jected on the balance of its traffic. The defendants also 
contend that the belt line is neither a corporation nor a 
person, but simply a facility furnished and operated by 
the State of California in connection with its administra- 
tion of the water front of San Francisco, which is owned 
by the state, and that it is therefore to be regarded as con- 
stituting merely an extension of the rails of each of the 
carriers serving that community. The Southern Pacific 
also asserts that on noncompetitive business it is neces- 
sary to absorb the switching charges of the belt line, so 
that industries on the belt line may be kept on a parity 
with industries on its own terminals. As the situation is 


analyzed by the defendants the California Packing Cor- 
poration enjoys a more favorable location on the rails of 
the belt line, because, from a practical point of view, it is 
served by the Southern Pacific, the Santa Fe, and the 
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Western Pacific, whereas the complainant’s plant igs 
reached by the rails of the Santa Fe alone. 

We are unable to see any force in these contentions, 
The belt.line is an independently owned and operated ter- 
minal railroad, and with respect to traffic moving to and 
from its rails, in connection with the Southern Pacific as 
the line-haul carrier, it occupies no other or different rela- 
tion to the Southern Pacific than does the Santa Fe when 
the Southern Pacific, as the line-haul carrier, uses the 
Santa Fe in order to reach industries on the Santa Fe 
terminals. The fact that the belt line is owned and oper- 
ated directly by the state is of no importance. It is a 
facility of transportation offering its services aS a com- 
mon carrier of state and interstate traffic and in that 
capacity maintains its own separate carrier existence. The 
fact that the belt line has no tariffs on file here neither 
qualifies nor modifies its status as a common carrier of 
interstate commerce. .Its failure to publish its rates and 
charges is simply a breach of the law which must be 
corrected. 

The complaint is sustained, and upon the record we 
conclude and find that, so far as interstate traffic is con- 
cerned, in the rate conditions shown of record are all the 
elements of undue preference and undue prejudice under 
section 3 of the act. The traffic, both inbound and out- 
bound, of the complainant and its principal competitor is 
similar. The two plants are in the same community and 
there is nothing of record to suggest that in respect of 
their interstate traffic the circumstances and conditions 
of carriage and transportation are in any respect dis- 
similar. One plant happens to be on the belt line while 
the other is on the terminals of the Santa Fe. When 
serving them from or to noncompetitive interstate points 
no fact or condition is shown of record to justify the 
Southern Pacific, as the line-haul carrier, in applying the 
line-haul rate to and from one plant while adding a switch- 
ing charge, in addition to the line-haul rate, to and from 
the other plant. 

In what has been said we have referred to the condi- 
tions described of record and which, presumably, have 
continued since the taking over of certain carriers of the 
country by the Director-General of Railroads under the 
so-called federal control act. Among the roads so taken 
over were the Southern Pacific and the Santa Fe; and by 
an appropriate amendment the Director-General of Rail- 
roads has now been made a party to the proceeding and 
has answered, signifying that he stands upon the present 
record. It seems necessarily to follow, therefore, and we 
so conclude and find, that the continuance under federal 
control of the rate condition of which complaint is made 
also involves unreasonable and undue prejudice of the 
rights of the complainant. Moreover, it would appear to 
be equally clear that, inasmuch as all the railroads under 
federal control have been unified and co-ordinated, and by 
the terms of the federal control act are no longer oper- 
ated in e-mpetition with one another, there is no basis 
for the distinction, referred to throughout the record, be- 
tween competitive and noncompetitive traffic, and there- 
fore no basis for imposing different aggregate charges on 
traffic which prior to federal control fell into one or the 
other of those classes. See Kaw River Sand & Material 
Co. vs. A.. T. & S. F. Ry. Co., 51 I. C. C, 350. Moreover, 
as the rate of the line-haul carrier takes competitive traffic 
either to industries on its own San Francisco terminals or, 
without the addition of a switching charge, to industries 
on the terminals of the competing line at that point, no 
reason is apparent under joint and unified control and 
operation, for plussing the rate on noncompetitive traffic 
by a switching charge 

Upon the oral argument the San Francisco Chamber of 
Commerce was given leave to intervene, and after the 
argument filed an application for reopening the record 
and for a further hearing. This, however, seems to be 
unnecessary in the light of the disposition here made of 
the controversy between the original parties to the pro- 
ceeding. The petition for a further hearing will therefore 
be denied. The fact that the belt line has no team or 
industry tracks of its own and that the team and industry 
tracks connected with it were guilt by the trunk lines on 
rights of way leased by them from the state and are 
maintained by the trunk lines, we regard as not having 
the weight assigned to it by counsel for the intervener. 
Both the record and the brief filed in behalf of the inter- 
vener show that the belt line is a common carrier en- 
gaged in the interstate transportation of property. 
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December 28, 1918 


The complaint embraces a demand for reparation, but 
no sufficient evidence was adduced of record to justify 
an award and reparation is therefore denied. 

An appropriate order will be entered to give effect to 
the conclusions herein announced. 


LATE DECISIONS 


The Trafic World Washington Bureau. 


Because carriers spotted cars for its competitors but 
not for it, they must make reparation to the Sharon Steel 
Hoop Company for the spotting the latter did between 
June, 1914, and June, 1916, at actual cost to the hoop 
company. That is the Commission’s order in No. 9062, 
Sharon Steel Hoop Company vs. Pennsylvania, the spot- 
cher ting not to exceed three cents per ton. The hoop com- 
pany has its own locomotives and does its own spotting. 
In April, 1917, the trunk lines canceled an allowance of 
be three cents per ton, but continued free spotting with 

their engines for competitors of the complainant. The 
we failure by the trunk lines to spot or to make an allow- 
‘ON- ance to the hoop company, the report by Commissioner 
the Meyer says, subjected the complainant to undue preju- 
der dice and disadvantage. 


ut In an opinion by Commissioner Woolley in No. 9754, 
1s Edward Pittwood against the Southern Pacific, the Com- 
ind mission says a warehouseman is not entitled to damages 
of on order of the Commission because the railroad com- 
ns pany at Spokane rents warehouses to shippers at nom- 
is- inal prices, thereby making it hard, if not impossible, for 
ile the complainant to obtain what he thinks a reasonable 
en rental for his warehouse. That, said Commissioner Wool- 
its ley, is not a violation of the act to regulate commerce, as 
~ a discrimination between shippers, because the complain- 
re ant is not a shipper. 

pak The report, however, is not to be taken as expressing 
m any opinion on the legality of such leases to shippers. 


That is an entirely separate matter. 


7 RATES ON COAL 





= The Trafic World Washington Burcau. 
yy In a tentative report on No. 9667, Ohio Valley Coal 
- Operators’ Association against the L. & N., Examiner 
d Butler recommends that the Commizsion hold that rates 
it on ccal from mines in western Kentucky on the L. & N. 
e to Ohio, Indiana and Michigan destinations are prejudicial 
1 because mcre than fifteen per cent higher than rates 
e from Jellico, Middlesboro group, in eastern Kentucky. 





‘ HOLDS ROAD COMMON CARRIER 


CASE NO. 9007 (Tentative Report) 
MATTHIESSEN & HEGELER ZINC COMPANY VS. 
' CHICAGO, BURLINGTON & QUINCY RAILROAD 
COMPANY ET AL. 
Rates on interstate traffic to and from complainant’s plant at 
| La Salle, Ill., found to have been unreasonable and unduly 
prejudicial to the complainant during periods between May 
1, 1914, and March 6, 1915, when the charges of the La,Salle 
& Bureau County R.°R. were collected in addition to the 
rates to and from La Salle. Reparation awarded. 


Report Propesed by F. C. Hillyer, Examiner. 


The complainant, a corporation, engaged in the manu- 
facture of spelter, sheet zinc, and sulphuric acid at La 
Salle, Ill., alleges, by complaint filed June 30, 1916, that 
the rates on interstate traffic to and from its plant were 
unreasonable and unduly prejudicial during certain peri- 
ods between May 1, 1914, and March 6, 1915, when the 
La Salle & Bureau County Railroad’s switching charge of 
15 cents per ton was added to the line-haul rates to and 
from La Salle. It asks reparation based upon claims which 
were filed within the statutory period. 

Prior to May 1, 1914. the connecting carriers absorbed 
the La Salle & Bureau County’s charge of 15 cents per net 
ton out of the through rates to and from LaSalle. The 


charge was applied on all freight in carload lots of 20,000 
pounds or over, including trap cars, switched to and from 
the public team tracks and private sidings and spurs of 
‘he zine plant and other industries served by it; and the 
rate has been in effect since March 16, 1907, unchanged 
except as to minimum weights and maximum charges for 
On May 1, 1914, following the Industrial Rail- 


(rap cars. 
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ways case, 29 I. C. C., 212, the absorptions were canceled 
by the Chicago, Burlington & Quincy and the Illinois 
Central Railroad companies; May 2, 1914, by the Chicago 
& Northwestern Railway; and on May 5, 1914, by the 
Chicago, Rock Island & Pacific Railway Company. Fol- 
lowing the second report in the Industrial Railway case, 
32 I. C. C., 129, decided Nov. 2, 1914, the absorptions were 
restored by the above-named carriers, respectively, on 
Feb. 8, March 6, Jan. 25, and Feb. 15, 1915, and are still 
in effect. The former and present absorptions have been 
subject to varying provisions as to the minimum line-haul 
revenue per car. 

Complainant’s application for the suspension of the tariffs 
which cancelled the absorptions was denied, although sim- 
ilar tariffs, affecting many industrial railroads in Central 
Freight and Trunk Line association territories, were sus- 
pended and later were ordered cancelled on or before July 
15, 1915, in the Second Industrial Railways Case, 34 I. C. C. 
596. The defendants state that the restoration of the ab- 
sorptions in question was made in order to place the in- 
dustries served by the La Salle & Bureau County on a 
parity with industries served by other common-carrier in- 
dustrial lines, the absorption of whose charges had been 
continued by the orders of suspension. Three defendants 
admit that the rates increased by the failure to absorb the 
La Salle & Bureau County’s charge were unreasonable to 
that extent. 

The La Salle & Bureau County Railroad has held itself 
out as a common carrier of freight and has been treated as 
such by its connecting lines and by the state and federal 
commissions. La Salle & Bureau Co. R. R. Co. vs. C. & 
N. W. Ry. Co., 13 I. C. C. 610. Since its incorporation as a 
common carrier in 1890 its capital stock has been owned 
by the stockholders of the complainant, herein called the 
zine company. The directorates of the railroad and the 
zine company have been common, and the secretaries of the 
former have been presidents of the latter. 

The railroad owns two locomotives; also 6.64 miles of 
main line and 1.02 miles of side tracks beyond the property 
of the zinc company’s plant. It leases from the zinc com- 
pany and maintains about 3 miles of main line and sidings 
with a depot and other buildings in La Salle, all of whicn 
are necessary for its main line and public switching opera- 
tions and none of which are devoted to the private use of 
the lessor. The zinc company owns a mile of standard- 
gauge spurs which are not leased to but are used by the 
railroad in spotting and placing cars for loading and un- 
loading within the plant; and the zinc company also owns 
and operates, as a facility of the plant, a narrow-gauge rail- 
road with ‘some 4 miles of intricate tracks and 600 cars. 
The La Salle & Bureau County also serves several inde- 
pendent industries at La Salle and grain elevators at Mid- 
way and Farrell, all of which have industrial or private sid- 
ings; and it maintains three public team tracks, one of 
which is on ‘the leased line in La Salle. The haul from La 
Salle to the junction with the Illinois Central Railroad at 
Midway is 2.5 miles; with the Chicago, Burlington & Quincy 
Railroad at Hegler and the Chicago & North Western Rail- 
way at La Salle Junction, 7 miles. Traffic to and from the 
Chicago, Rock Island & Pacific Railway is handled by the 
Illinois Central as an intermediate carrier between their 
junction and Midway. The La Salle & Bureau County per- 
forms some intermediate switching between the Illinois 
Central Railroad and the Chicago & North Western Rail- 
way. The interchange traffic handled by it for the public, 
other than the zinc company, is estimated at from 5 to 10 
per cent of the total. 

The zinc company’s inbound shipments consisted of zinc 
ore from the Joplin, Mo., and the Platteville, Wis., districts, 
coal screenings, lumber, sheet iron, sheet steel, saltpeter, 
and other commodities; outbound, spelter, sheet zinc, sul- 
phurie acid, and other commodities to the eastern brass 
mills and foundries, to Gary, Ind., Cleveland, Ohio, Phila- 
delphia, Pa., New York, N. Y., Boston, Mass., and other 
points. 

For many years, with the exception of the periods in 
question, the La Salle rates included the placement and 
spotting of cars on the industrial tracks served by the La 
Salle & Bureau County; and the connecting lines have con- 
tinuously applied the line-haul rates to other industries 
located in La Salle on the Illinois Central Railroad by ab- 
sorbing the latter carrier’s switching and spotting charges. 

The complainant was in active competition with zinc 
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plants, located at Peru, Danville, Springfield and Hillsboro, 
Ill., which required similar raw materials and manufactured 
like products. The rates to and from La Salle were gen- 
erally equal to the rates to and from the competing plants; 
the rates on zinc ore to La Salle and Peru, for example, 
were 14 cents per 100 pounds from Joplin and 7 cents from 
Platteville prior to and during the periods in question. 
There was no change in the relative adjustment of rates to 
and from La Salle, or to and from the competing plants 
for whom the placement and spotting of cars on industry 
tracks was continued at the line-haul rates according to 
long established custom. Car Spotting Charges, 34 I. C. C. 
609. The complainant purchased its inbound shipments 
from the same sources as its competitors, and sold its out- 
bound products in the same markets in competition with 
them; it incurred an additional expense of 15 cents per 
ton in the cost of its inbound materials, and was com- 
pelled to absorb a like charge out of profits from the sale 
of its products. 

The principle announced in the Lake Terminal 
Case, 50 I. C. C. 489, is not applicable here. Unlike 
the Lake Terminal Railroad, the plant facility therein de- 
scribed, the La Salle & Bureau County performs a substan- 
tial switching service in interstate transportation for the 
general public between its junctions with the line carriers 
and its industries over tracks which are by no means con- 
fined within the plant of the controlling industry. 

Following East Jersey R. R. & T. Co. vs. C. R. R. Co. of 
N: J., 36 I. C. C. 146; Westport Stone Co. vs. C. C. C. & 
St. L. Ry. Co., 48 I. C. C. 637; Poteau Coal & Mercantile 
Co. vs. A. & S. Ry. Co., 40 I. C. C. 459; Oliver Chilled Plow 
Works vs. N. Y. C. R. R. Co., 45 I. C. C. 356; Huron Mill- 
ing Co. vs. P. M. R. R. Co., 49 I. C. C. 558; Stewart Iron 
Go. va. P. Ca, 47 L. C. €. 512: the specific findings and con- 
clusions proposed are as follows: 

The La Salle & Bureau County Railroad is a common 
carrier. Its net operating income during the periods of 
non-absorption was not excessive. 

The rates assailed were unreasonable and unduly preju- 
dicial to the extent that they exceeded the rates to and 
from La Salle. 

During the periods of non-absorption the complainant 
made and received numerous interstate shipments which 
moved over defendants’ lines; it paid and bore either the 
entire freight charges thereon or the amounts collected 
in addition to the rates herein found reasonable; has been 
damaged to the extent of 15 cents per net ton, ‘and is en- 
titled to reparation, with interest, the exact amount of 
which may be determined in accordance with rule V of the 
Rules of Practice. 


A PLEA FOR THE SMALL TOWN 


The following letter, signed by the Commercial Club 
of Grand Forks, N. D., H. W. Bishop, chairman special 
traffic committee, has been sent to Director-General Mc- 
Adoo and the Interstate Commerce Commission: 

“We are writing you about the ‘uniform class rates’ 
proposed by the United States Railroad Administration 
for application to North Dakota. 

“All distribution or assembling of less carload lots of 
merchandise moves under the first four class rates, and 
it is these rates that we are particularly interested in. 
The proposition is to increase these rates between all 
points in North Dakota. The amount of the increase is 
indicated by the statement attached to this letter under 
the heading ‘Proposed Rates.’ The increase is from 8 per 
cent to 30 per cent at the distances shown in this state- 
ment. Similar increases are proposed for all distances. 
We protest against this increase disguised under the name 
of ‘Uniform Rates.’ No facts justifying it have been made 
public. On the contrary, such information as has been 
sent out from Washington is to the effect that the object 
is solely to bring about uniformity. While reduction suffi- 
cient to offset this advance may have been proposed in 
some territories, the proposed rates for South Dakota, 
Minnesota, Nebraska and Montana show increases sim- 
ilar to those proposed for North Dakota. 

“More important, however, than the increase in freight 
rates itself is the fact that no increase is proposed from 
Minneapolis, Duluth or Chicago to North Dakota. The 
jobbing and manufacturing industries in Grand Forks and 
at other points in North Dakota are handicapped by this 
further material increase while the rates from our com- 
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petitors in the big cities are left untouched. Truly, ‘To 
him that hath shall be given, but from him that hath sot 
shall be taken away even that which he hath.’ This is 
the vital, the important and significant feature of the }:ro- 
posed change. Who will defend it? Why should ‘he 
United States Railroad Administration further the int cr- 
ests of the big cities at the expense of the interior ier. 
ritory? 

“The United States Railroad Administration has hurt 
country territory and helped the large cities in every one 
of the big freight rate projects they have undertaken. 
First, the so-called 25 per cent increase effective June 25, 
1918, which, as every business man in the small towns 
knows, increased rates from interior jobbing points and 
country territory for short distance hauls 100 per cent 
and higher because of the ‘minimum rates’ then adopted, 
whereas rates from the big cities to the same couniry 
points were increased but 25 per cent. Second, the mixing 
rule in the proposed consolidated freight classification, 
which was opposed at the recent hearing before the In- 
terstate Commerce Commission by every business inter- 
est in the west with the exception of the wholesale 
grocers of Chicago. Third, the so-called shippers’ repre- 
sentation on the ‘district freight traffic committees’ made 
up in every case of men employed by the traffic bodies 
of large cities, including Mr. Barlow of Chicago, Mr. 
Trickett of Minneapolis, Mr. Childe of Omaha and Mr. 
Sangster of Kansas City. These men have been trained 
for years to guard the traffic interests of those cities, and 
we respectfully submit that they cannot give sympathetic 
consideration to the small town’s point of view in freight 
rate matters. Fourth, we have the so-called ‘uniform 
freight rates’ described above. 

“Interior territory asks for equal opportunity with large 
cities, but not for any preferential or discriminatory 
freight rates. Witness the Spokane and Denver cases 
against the large cities on the Pacific Coast and in east- 
ern territory, and the more recent cases at Mitchell, Mo- 
bridge, Aberdeen, South Dakota; Norfolk, Hastings, Grand 
Island, Nebraska, and others of like nature. In all of 
these cases.the complaint is against the more favorable 


- freight rates.given to the big cities and asking for equal- 


ity of rates«<Other instances of the effort to overcome 
the big cities? advantages are the state-made freight rates 
in Iowa, Nebraska, Minnesota, South Dakota, etc., and, if 
you please, consider the grain and live stock situation 
about which the farmers in our own state complain. 

“Building up the big cities at the expense of the smaller 
ones is something which we have yet to hear anyone 
defend openly, and yet that is what the present system 
of freight rates is doing. It is admitted that the drift 
of population from the country to the big cities is econom- 
ically wrong. The traffic congestion last year was not in 
the west in the country, but in the big cities in the east. 
The evils of densely populated cities and the correspond- 
ing advantages of living in the country have been told 
us many, many times. 

“Thoughtful men everywhere are beginning to ask if 
the manufacturing and jobbing in this country should 
not be decentralized and the small towns given their 
share. The post-war reconstruction policies of our coun- 
try with the concurrent back-to-the-land movement, and 
the problem of taking care of the returned soldiers. blend 
themselves harmoniously with such a movement. 

“Now is the time to give the small city and the country 
point a square deal on this freight rate problem. The 
small city should have an opportunity to manufacture or 
job on an equality of freight rates as compared with the 
big city. The consumer should have the opportunity to 
buy at the small town or the big city, as he pleases. This 
competition is good for him. 

“This, we submit, is the line along which effort at 
making uniform freight rates should be directed.” 


ADVANCES ON GYPSUM. 


The Western Freight Traffic Committee has instructed 
its district freight traffic committees to docket for con- 
sideration and set down for hearing in the usual way 
the question of advances which have been made under 
General Order No. 28 on crude gypsum or gypsum rock 
in carloads, between points in Western territory. Crude 
gypsum or gypsum rock in carloads was made subject to 
increase of 25 per cent under General Order No. 28, ob- 
serving the plaster rates as maximum. 
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McADOO WILL NOT STAY 


The Trafic World Washington Bureau. 


In a talk with newspaper men, December 24, Director- 
General McAdoo said his resignation had no string to it, 
and that no possible compensation would persuade him 
to continue. Nothing less than a fact compelling to a 
reasonable man would persuade him to stay for even a 
few weeks. Under the federal control law, as the man 
designated by the President to exercise the authority con- 
ferred by that statute, he could fix his own compensation, 
he said, “even as much as $50,000.” He said he had no 
idea as to his successcr, but thought the burden would 
not be placed on the shoulders of a cabinet officer. 

It is his conviction that it will be a mistake not to 
adopt his five-year plan, because, he says, it would afford 
opportunity to find cut whether government operation is 
the solution for the railroad problem. An additional 
thought expressed on that five-year plan was that there 
is no need for any further scrambling of roads (assuming 
there has been some) than has taken place, and that, as 
a matter of fact, it should be understood, if the five-year 
plan were adopted, there would be no more, “hecause 
there is no necessity for any more. 

If the five-year plan should be adopted, his thought is 
that the life of the War Finance Corporation should be 
extended so it could act as the financial department for 
the Railroad Administration. 


N. Y. STORE DOOR DELIVERY 


The Trafic World Washington Bureau. 


The effort to establish store-door delivery as a measure 
to relieve congestion on inbound freight at New York 
piers has been abandoned because Director-General Mc- 
Adoo thinks it would be an exercise of war power after 
the reason for such exercise had passed. He and Com- 
missioner Harlan talked over the subject December 21 and 
reached the conclusion that nothing more should be done. 

The determination of the Director-General to give up 
these plans is a concession to opposition that manifested 
itself after the signing of the armistice. Prior to that 
time, hitherto antagonistic elements were working to- 
gether in comparative harmony. 

When Commissioner Harlan went to New York in July 
to put store door delivery into effect, according to the 
plan agreed on as a result of investigations beginning late 
in the winter, a remarkable change had taken place. The 
piers were comparatively free from congestion. That was 
due to the fact that most of the traffic into and out of 
New York was for or on account of the government. Nearly 
all the export traffic was passing through the army and 
navy warehouses. 

That condition continued throughout the fall and, in 
fact, up to this time. The feeling was that it would be a 
questionable thing, to put into effect store door delivery, 
as a war measure, possibly ordered under the war power 
of the President, after the signing of the armistice and at 
a time when the conditions had bettered themselves. 


Commissioner Harlan was prepared at the time the 
armistice was signed to put the new order of things into 
effect in a short time. The “drayage charge book,” setting 
forth what it would cost each shipper to get his goods 
from the piers to his warehouse, was prepared and ready 
for issue. So also were the licenses to be issued to drayS 
authorized to come to the warehouses for goods, on order 
from consignees. In fact, everything was ready for the 
final order. 

The whole question was discussed by the commissioner 
and the Director-General December 21 and the conclusion 
was reached that it would be well to abandon the scheme 
now that the reason for its creation had disappeared and 
may not come again during the technical continuance of 
the war. 

The plans for making that kind of delivery were pre- 
pared on the assumption that it was a service for the con- 
sicnees, not for the carriers, that was to be performed. 
The carriers’ tariffs provided for carriage only to the piers. 
But the congestion was on those piers and unless some 
k'nd pf scheme could be devised for getting the goods off 
‘hem, there would be hopeless confusion and an enormous 
cecrease in efficiency. It was a matter of record, in Mr. 
Harlan’s possession, that one drayman had his teams stand 
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in line for two days without being able to obtain the goods 
for which he had been sent. On account of the inclement 
weather during the worst part of that blockade, that dray- 
man lost two horses. 

While the plan is abandoned, the scheme has been worked 
cut and it can be put into effect at any time the shippers 
come to the conclusion that their present practice is un- 
economical and intolerable. 


CONGRESS AND RAILROADS 


The Trafic World Washington Bureau. 


The Senate committee on interstate commerce, when it 
set January 2 as the day for beginning hearings on the 
railroad situation, deliberately disregarded the so-called 
Newlands committee. It voted to go ahead with its own 
inquiry because its members, like Cummins, Kellogg, Smith 
of Georgia, and Pomerene, believe they have information 
enough to enable them to work out legislation without 
continuing the enormous program of the Newlands joint 
committee. 

As yet the House committee has taken no action looking 
toward legislation. Chairman Sims said, the day after 
Director-General McAdoo sent his five-year plan to him 
and Senator Smith, that he would introduce a bill on the 
subject and start hearings right away. His plans in that 
respect have not yet borne fruit. 

It seems now that the Senate will take the lead in fram- 
ing legislation. There is nothing to prevent the House 
committee holding hearings simultaneously. To those who 
think the Newlands committee machinery might has been 
employed, it is replied that such a joint committee always 
seems unwieldy. When the House members have time to 
meet, the senators are busy, and vice versa. When the 
House has finished an appropriation bill, for instance, it 
goes to the Senate and therefore senators are busy while 
the representatives are at comparative leisure. Therefore, 
it is argued, there is not exactly duplication of effort when 
the committees of the two houses are working on the same 
subject. Sometimes their meetings are at the same hour, 
but, generally speaking, their meeting days are not the 
same. 

It is also pointed out that the information already be- 
fore the Newlands committee is more or less academic. It 
all relates to a time prior to the operation of the railroads 
by the government. It pertains to the fundamentals, not 
to the details, which will have to be worked out by Con- 
gress, for disposing of the property rented by the govern- 
ment. Some plan for getting rid of that property must be 
made, whether the riddance is by return to the owners or 
If the five-year plan is to 
be put into operation, there must be something more than 
a mere joint resolution of extension, because it is deemed 
inconceivable that either House or Senate could be per- 
suaded that the proper rent to pay in time of peace would 
be the average of the three years preceding June 30, 1917, 
when two of those years were war boom periods, that for 
1916 giving the railroads the greatest net revenue they 
ever had—much greater than they were ever able to earn, 
even in the years when there was no restriction on inter- 
state rates. 

While Mr. Esch of the »House committee on interstate 
and foreign commerce suggested the Newlands committee 
as the body to make the inquiry, in doing that he was, it 
is suggested, bowing to a supposed public sentiment that 
calls for a thorough investigation. Mr. Esch has been in- 
vestigating the subject for himself for twenty years and 
the testimony he needs is as to what has happened in the 
last year and not as to what happened under private con- 
trol. 

The testimony before the Newlands committee went to 
the question of what could be done with the conflicting 
regulations of state and interstate bodies, more than to any 
other point. While other witnesses were interjected, Al- 
fred P. Thom, the witness put forward by the railroads, 
was still on the stand, in theory, subject to cross-examina- 
tion, when the investigation was suspended. 

The Newiands committee was authorized to recommend 
what should be done. According to the resolution of its 
creation, it should have made a report on the first Monday 
in December, but thus far Senator Smith, now chairman 
of the joint body, has not submitted even a resolution 
asking for an extension beyond January, in which month 
the committee dies by limitation. 
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No matter what kind of report the Newlands committee 
might make, it is argued, that report would not serve on 
a bill that might be recommended by the interstate com- 
merce committee of either house of Congress, containing a 
plan for handling the phase of the subject uppermost now. 
Each committee would have to make a report of its own 
on the particular measure it desired Congress to pass. The 
Newlands committee was appointed to make general, not 
specific, recommendations. Some of those it might make 
might fit present conditions, but the members of the joint 
body, who are the leading members of the two interstate 
commerce committees, feel that they have the benefit of 
the hearings before the Newlands committee and that there 
is no necessity for further testimony, except in support of 
some specific plan for dealing with the situation created 
by the war, the taking over and the operation by the gov- 
ernment. 

All phases of the railroad problem will be placed on 
hearing before the Senate committee on interstate com- 
merce beginning Thursday, January 2. The hearings will 
continue without interruption until the Senate thinks it 
has learned enough to enable it to frame legislation. Just 
what legislation, if any, it will undertake at the present 
session of Congress no member of the committee is pre- 
pared at this time to say. 

It is the desire of Senator Smith, of South Carolina, 
chairman of the committee, that The Traffic World say 
for him that the committee desires to hear from one 
representative each of the United States Railroad Ad- 
ministration, Director-General McAdoo, the Interstate Com- 
merce Commission, the railroads, the state railroad com- 
missions, shippers, chambers of commerce, and other in- 
terested organizations. He desires it to be made plain 
that the committee hopes each organization will designate 
one responsible representative to speak for it, because 
the committee has not time to hear every individual 
who may desire to express his views. 

Another desire is that these organizations notify him 
as soon as possible as to their action in selecting repre- 
sentatives, so that he may promptly inform them as to 
the time they will be expected to appear before the com- 
mittee. 

Senators were extremely doubtful as to whether any- 
thing could be accomplished at this session. At this time 
about the only piece of railroad legislation that has strong 
backing is to be found in the various bills depriving the 
Director-General of the rate-making power. Something 
may be done with them, though the passage of any of 
the bills as an independent measure is regarded as un- 
likely. By placing one of them cn an appropriation bill 
as a rider the rate-making power might be returned to. 
the railroads and the Interstate Commerce Commission. 

The interests mentioned are to be heard in the order 
in which they are mentioned—that is to say, the Railroad 
Administration first, Mr. McAdoo second, the Commission 
third, and so on. Presumably, therefore, the five-year 
plan will come up ahead of anything else that has yet been 
suggested. There is no definite place for the bills provid- 
ing for the return of the rate-making power to the rail- 
roads and the Commission. That would mean, of course, 
requiring the Director-General, whoever he might be, to 
file tariffs with. the Commission just as if he were a rail- 
road or a person engaged in interstate commerce. 


There is just a suspicion of party politics in the mat- 
ter. The senators of the incoming party are not anxious 
to take the burden of working for legislation now, because 
they have an idea that the Railroad Administration may 
have a rough road to travel from this time forward, and 
they are not anxious to have it suggested that any 
of the difficulties the Administration may encounter are 
due, in any degree, to what they might have done in the 
few months preceding the change of political control in 
the Senate. The senators of the party that is going out 
of control are not certain as to what they should do. 
They want to hear more from the Railroad Administra- 
tion, from President Wilson, and from their constituents, 
especially the shippers and the state railroad commis- 
sioners. 





EXPENDITURE APPROVED. 


The Director-General has approved payment by carriers 
of assessments for current expenses of the American 
Chemical Society, to be charged to operating expense. 
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BUILDING OF LOCOMOTIVES 


The Trafic World Washington Bureau. 


During the week ended December 14, according to the 
report of the builders to the Railroad Administration, 62 
locomotives were completed. The reports of completed 
locomotives are of minor interest now, it is believed, be. 
cause the builders are delivering more than the Railroad 
Administration can place with the railroads. The reduc- 
tion in tonnage noted in the weekly reports of the traffic 
handled at twenty-five principal termini—twelve per cent 
in the report made public on December 21—shows why 
there is such an easing up in the demand for engines. 

The direct routing of traffic so as to save engine power 
is also a factor making it hard for the Railroad Admin- 
istration to find places for the motive power units the 
builders are now delivering to it. On some roads the 
tonnage reduction is so marked that engines are being 
white-leaded and withdrawn from service. The reports 
for the first weeks in the new year, it is suspected, will 
show marked diminution in the volume of business, be- 
cause the embargo placed on deliveries to the War De- 
partment will tend to reduce the volume sharply. 

There will be no improvement until after the manufac- 
turers who devoted their energies to war work have re- 
established themselves in the markets from which they 
withdrew when they went into the war work. 

The movement of grain to primary markets, also shown 
in a report to the Director-General given to the public 
December 21, continues heavy. The total for the week 
ending December 14 shows that 33,401 cars were loaded 
that week, compared with 20,009 in the corresponding 
week of 1917. The total is not quite as great as in the 
week ending December 7, when it was 34,656, but that 
was an exceptional week, comparing, as it did, with only 
24,399 of the preceding one. 


CARRIERS CAN’T FILE TARIFFS 
The Trafic World Washington Bureau. 


There are common carriers in the country that, owing 
to the peculiar condition of the records in the Railroad 
Administration and the Interstate Commerce Commission, 
cannot file tariffs. Among them are the Atlantic coast 
steamship lines, released from federal control about the 
middle of November, and the Canadian Pacific. They are 
carried in Chambers’ Circular No. 5, I. C. C. No. 1, filed 
October 10, which purports to show carriers under federal 
control. No supplements have ever been issued to that 
circular. It is the only publication to which the Commis- 
sion gives credence. 

The fact that there are carriers that are, officially, 
neither fish nor fowl, was brought out when William J. 
Sedgman, as the authorized agent for three of four of the 
released steamship lines, undertook to file fifteenth section 
application for permission to file revised terminal rates 
and charges tariffs, which would be the same as those 
filed by the Railroad Administration for the railroad- 
owned steamship lines still under control of the govern- 
ment. Mr. Sedgman is the tariff filing agent of the steam- 
ship section of the Railroad Administration. His power 
of attorney is all right and the tariffs filed as exhibits are 
in proper form. ; 

But the application has not yet been accepted because 
in Mr. Chambers’ circular the applying steamship lines are 
shown as being under the control of the government. 
Therefore, under tariff circular 1l-a, issuel by the Railroad 
Administration, they are forbidden to file fifteenth section 
applications with the Commission. Some time ago Di- 
rector Chambers sent out a circular letter warning the 
tariff agents that they must comply with his rules and 
regulations. That letter was called forth by the fact that 
some of the tariff-filing agents were applying to the Com- 
mission for permission to file tariffs to correct this, that, 
or the other prior publication. 


The Canadian Pacific is not now and never was under 
federal control. Its branches in the United States are 
separately incorporated and are under federal control, but 
the parent company is a Canadian corporation and prob- 
ably could not, if it would, subject itself to the orders of 
the United States, in any particular. In the ordinary 
course of business, however, it files tariffs to be used in 
connection with American roads. It has recently dis- 
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covered that it cannot file tariffs because it is listed 
among the carriers under federal control. 

Supplements to the circular showing the release of the 
steamship lines are supposed to be on some printing 
press. No supplements have been filed, so the original 
publication of October 10 is the only rule the Commission 
can recognize. 

There is a suspicion that this impasse exists on account 
of the inability of the law and traffic divisions of the 
Railroad Administration to agree upon what should be 
done. The Commission, for months before anything was 
done importuned the Railroad Administration to furnish 
a list of the federal controlled roads, so that it might 
know how to handle letters and applications from the 
various carriers. 


WEEKLY TRAFFIC STATEMENT 


Director-General McAdoo December 21 issued a compara- 
tive statement showing the traffic handled by the railways 
under federal control at twenty-five of the more important 
railroad termini of the country during the week ending 
November 23, 1918. It shows a decrease of 8.94 per cent 
in the tonnage and a decrease of 12 per cent in the num- 
ber of cars used, as follows: 


1917 1918 1917 1918 

| OT 2,474 1,794 60,383 45,538 
ee 5,747 5,350 303,426 245,856 
DEE hist-ccsicccscnseis 8,589 7,118 134,80 148,027 
DD 4. cic c.cieeicisieie etree 8,457 9,216 294,178 351,200 
NN ccica cpaecwene'ee 50,371 46,015 1,678,659 1,619,946 
CHATIOBION ..ccccctece 1,142 8 28,2 48,005. 
ES Ferre 8,835 8,592 317,915 344,467 
Duluth and Superior.. 22,390 9,279 980,039 351,765 
CE. occawceedase 447 1,025 33,094 23,755 
Hampton Roads ...... 11,090 13,004 450,547 548,829 
MOMGeR CF oicccscces 8,846 9,236 203,432 14,402 
Los Angeles .....-..0- 1,707 1,735 42,003 39,455 
SS ar 27,197 23,518 671,268 714,819 
New .Orleans ......... 4,152 5,755 122,866 170,356 
NN iis aoe dae doen 4,035 3,230 110,366 4,045 
POrtweme, OTe; 2. cccsec 1,815 1,837 3,262 41,715 
Philadelphia .......... 18,716 16,396 528,016 483,967 
(oo). eee 143 7,031 266,117 267,772 
SO Fe 13,781 12,758 452,788 423,357 
| ae 2,347 2,568 0,017 3,981 
San. Pranciaco ......- 3,147 2,706 84,351 80,161 
ree 2,563 2,048 46,629 48,770 
: | SAR eee 1,31 1,304 41,234 39,561 
gy Be! ee 12,906 ,339 335,680 269,718 
Eee 9,408 7,227 396,523 308,701 
a - 239,621 210,861 7,685,883 6,998,168 
OE ree 28,760 87,715 
= 12.00% = 8.94% 

Average tons per car.. 32 33 


RAILWAY BUSINESS ASSOCIATION 


President Alba B. Johnson, of the Railway Business As- 
sociation, has filed with Chairman Smith, of the Senate 
committee on interstate commerce, a request for opportu- 
nity to be heard on proposed railway legislation on some 
date not earlier than January 13. The association will hold 
its convention in Chicago, January 9. Mr. Johnson says: 
“As a result we believe our witnesses will be put in posi- 
tion to speak to you with the authentic sanction of an in- 
dustry estimated to employ, when times are good, about 
as many men as do the railways, or in the neighborhood of 
a million and three-quarters. The association maintains 
entire independence of the railway corporations and man- 
agers and discusses only those phases on which its mem- 
bers as business men can testify with knowledge.” 

The association’s committee on railways after the war 
will make a report at the annual convention and is now 
seeking from members views on the following three propo- 
sitions: 

“That if the present Congress does not reach the stage 
of enactment the President should call an exera session to 
enact provisions for modified private control, and that upon 
the enactment of such legislation the railroads should be 
restored to their owners. 

“That while permitted to co-operate with one another so 
as to eliminate duplication of service and facilities and to 
secure the most efficient and economical use of routes, 
terminals and vehicles, and permitted under federal sanc- 
‘ion to affect consolidations if essential, the properties 
should be operated by independent organizations as numer- 
ae as may be consistent with financial strength and sta- 
bi ity. 
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“That Congress should adopt a policy of federal rate reg- 
ulation under which a separate functionary would consider 
carriers’ estimates of future railway traffic needs and, sub- 
ject to abatement of discriminations by the Interstate Com- 
merce Commission, would fix rates designed to yield rev- 
enue sufficient for future operations and credit.” 


TRAFFIC LEAGUE GETS BUSY 


The committee appointed by President Freer, of the 
National Industrial Traffic League, in accordance with a 
resolution adopted by that body at its recent meeting in 
Cincinnati, will meet at the LaSalle Hotel in Chicago 
January 6 to begin its deliberations. Its duty is to con- 
sider such additional legislation and measures as are neces- 
sary to carry out the spirit of the resolutions adopted by 
the League, which pronounced against government owner- 
ship of the railroads and in favor of operation by the 
owners, but expressed the opinion that before the roads 
are returned to their owners there should be additional 
legislation in their interest and for the protection of the 
public. The members of the committee are as follows: 

F. T. Bentley, traffic manager of the Illinois Steel Com- 
pany, Chicago (chairman); H. C. Barlow, traffic director, 
the Chicago Association of Commerce; W. H. Chandler, 
manager, transportation department, Boston Chamber of 
Commerce; J. M. Belleville, general freight agent, the 
Pittsburgh Plate Glass Company, Pittsburgh, Pa.; C. E. 
Childe, manager, traffic bureau, Omaha (Neb.) Chamber of 
Commerce; J. S. Davant, commissioner, Memphis (Tenn.) 
Freight Bureau; J. C. Lincoln, manager, traffic bureau, 
Merchants’ Association of New York; F. B. Montgomery, 
manager, traffic department, International Harvester Com- 
pany, Chicago, and R. M. Robinson, traffic manager, the 
Greater Dayton Association, Dayton, O. G. M. Freer, 
president of the League; R. D. Sangster, vice-president, 
and O. F. Bell, secretary, are ex-officio members. 


SOUTHERN TRAFFIC LEAGUE 


The Southern Traffic League will hold a meeting Janu- 
ary 6 to discuss the general railroad situation. The call 
for the meeting is as follows: 

“The railroad situation has assumed an acute phase 
which imperatively demands prompt and vigorous action 
on the part of shippers and producers in the south in 
order that their rights and interests may be effectively 
represented and duly considered in the readjustment which 
is now imminent. 


The Southern Traffic League has taken the initiative and 
has adopted certain resolutions designed to bring about 
an affiliation of southern interests in order that they may 
be adequately represented before Congress and otherwise 
aid in a just solution of the serious problems that con- 
front us. 

The President in his message to Congress has indicated 
an intention to presently return the railroads to private 
operation and control unless some other plan shall be 
devised and supported by appropriate legislation. The 
Director-General has recommended that federal control be 
extended for a period of five years. The Interstate Com- 
merce Commission has recommended legislation along sug- 
gested lines. In response to these recommendations Con- 
gress will, early after the holidays, take up consideration 
of the subject and will enter upon hearings from inter- 
ested parties. 


“The Association of Railroad Security Owners is pre- 
pared to conduct active propaganda for the promotion of 
their interest, having in view some sort of governmental 
guarantee of return. The Association of Railroad Executives 
is well organized and active and will exert an influence 
that must be reckoned with. The Chamber of Commerce 
of the United States is giving the matter consideration 
and will doubtless be represented before Congress and 
elsewhere. The National Industrial Traffic League, repre- 
senting large interests in the north and east, has appointed 
a committee to act in their behalf. Other associated in- 
terests will be represented. 

“In none of these movements have the shippers and 
producers of traffic in the south any direct participation. 
Physically and economically conditions in the south differ 
from those elsewhere and imperatively demand individual 
study and treatment. Unless something is speedily done 





1248 


looking to an organized participation in the solution of 
these grave problems the interests of this large and im- 
portant region will be voiceless. The south cannot afford 
to be a slacker in this great emergency. 

“It is desired that prominent representatives of southern 
commercial and industrial interests will join with the 
committee of the Southern Traffic League at a meeting 
to be held at the Piedmont Hotel in Atlanta at 12 o’clock 
noon on Jan. 6, 1919, for the purpose of co-ordinating the 
various interests in the south and devising ways and 
means for ,making the most adequate preparation for the 
strongest and most helpful presentation before Congress 
and elsewhere. 

“Will you not promptly get in touch with the commer- 
cial and industrial interests in your community and have 
them appoint representatives to attend the meeting in 
Atlanta? It is of the most urgent importance that the 
meeting should be representative in its character in order 
that the emergency upon us may be promptly considered 
and effectively dealt with.” 

The following resolutions were adopted by the Southern 
Traffic League at a meeting held at Atlanta, Ga., Decem- 
ber 11: 

“Whereas, Among the grave economic problems attend- 
ant upon the coming of peace, none is more pressing for 
solution than those involved in the readjustment of our 
transportation system to meet the new conditions. It 
must be determined whether the future operation of the 
railroads shall be under governmental or corporate con- 
trol, and, if the railroads are to be returned to their 
owners, the character of the regulations that shall apply 
to their operation will demand the most earnest and 
studious consideration. Policies must be shaped and ap- 
propriate legislation be had in order that the public may 
be best served without injury to those whose interests are 
more directly affected; and 

“Whereas, The President’s message to Congress dis- 
closes the purpose to bring to a close the present federal 
operation and control of the railroads unless otherwise 
directed by Congress, and expresses an invitation to Con- 
gress to consider the subject and enact appropriate legis- 
lation for the future, and the Interstate Commerce Com- 
mission in its annual report has submitted several alter- 
nate methods of dealing with the situation; and 

“Whereas, While the burdens and benefits of trans- 
portation ultimately fall upon and inure to the public at 
large, and therefore take on a political complexion, these 
in the first instance accrue to and must be borne by the 
shippers and producers of traffic whose interest is there- 
fore that of the public; and 

“Whereas The situation presents an opportunity and 
imposes an obligation upon shippers and producers, indi- 
vidually and collectively, to lend their aid and co-operation 
and contribute their best thought and influence to the 
correct solution of the problems that so intimately affect 
them and the public they represent; and 

“Whereas, It is deemed appropriate that the Southern 
Traffic League, as representative of commercial and in- 
dustrial interests throughout the south, should take the 
initiative and invite the co-operation of others in this 
region: 

“Be it therefore resolved by the Southern Traffic League, 
That there is hereby created a special committee of the 
League to consist of the following five members: J. S. 
Davant, commissioner, Memphis Freight Bureau, Memphis, 
Tenn.; W. S. Creighton, traffic manager, Charlotte Ship- 
pers’ and Manufacturers’ Association, Charlotte, N. C.; 
E. W. Hayward, manager, Meridian Traffic Bureau, Me- 
ridian, Miss.; H. T. Moore, traffic manager, Atlanta Freight 
Bureau, Atlanta, Ga.; W. E. Gardner, traffic manager, 
Georgia-Florida Saw Mill, Jacksonville, Fla., of which com- 
mittee the president and secretary of the League shall 
be ex officio members. 

“The committee shall perfect its own organization and 
direct its own activities within the limits of the authority 
herein delegated; provided, however, that the committee 
shall not subject the League to financial obligations with- 
out having first obtained authority therefor. 

“Be is further resolved, That the committee is hereby 
directed and fully authorized to act in the name and 
behalf of the League with respect to the following mat- 
ters, to wit: 

“1. To select and name such representative shippers 
and producers in the south as may seem desirable to con- 


THE TRAFFIC WORLD 


Vol. XXII, No. 26 


stitute an advisory council to act with the League and 
its committee in devising plans and methods for the most 
effective representation of southern interests in the study 
and solution of the transportation problem. 

“2. To enlist the active co-operation of other shippers 
and producers and their several organizations throughout 
the south, in order that the best thought and the greatest 
influence may be co-ordinated and exerted in the effort 
to secure such wise readjustment of our transportation 
systems and their operation as will protect and promote 
the interests of shippers, carriers and the public; and to 
this end to provide appropriate ways and means and act 
through such agencies and employ such instrumentalities 
as may be deemed expedient.” 

The resolutions and letter explain fully the steps which 
are being taken by the Southern Traffic League regarding 
legislation in connection with the future operation and 
control of the railroads. It will be noted that the league 
has announced no definite policy with reference to the 
future of the railroads, preferring to leave this question 
open until the meeting of the joint committee and the 
Advisory Council in Atlanta January 6. W. E. Gardner, 
first vice-president, who signs the above call, says it will 
be his purpose at this meeting to advocate the return of 
the railroads to private operation within a “reasonable 
time,” which he hopes does not mean the full period of 
twenty-one months provided by the federal control act. He 
will favor “the preservation of such economies of trans- 
portation as may have been developed under federal con- 
trol to the extent that the service may be improved without 
the inflation of charges, this thought having special refer- 
ence to the pooling of cars, the unification of terminals 
and joint facilities, and the simplifying of rate publications 
by issuing tariffs through common agencies. 

“T shall,” he says, “oppose any government guarantee 
of earnings to the carriers, other than such as may be 
earned under reasonable and just rates, and while favoring 
the principle of a fair return upon the investment, I shall 
oppose any system of rate construction that is designed to 
accomplish this end, without due regard to other factors 
which should be considered in the making of just and rea- 
sonable rates. 

“The question of economics and finance must necessarily 
enter into any future legislation regarding the railroads, 
whether retained under government ownership or whether 
they are turned back to the private corporations, but the 
Southern Traffic League feels that these questions should 
be handled by the Advisory Council, which we have called 
to our assistance. 

“We, of the South, are vitally interested in the methods 
to be followed in the readjustment of the railroad system, 
perhaps more than any other section of the country, with 
our millions of undeveloped acres and numerous resources, 
and we feel that in turning from the pursuits of war to 
our peaceful avocations that the south should have a voice 
in the railroad legislation which will soon be before Con- 
gress.” 


DIRECTOR GRAY RESIGNS 


The Trafic World Washington Bureau. 


Director Gray, of the Division of Operation, Railroad 
Administration, has resigned, his retirement to be effective 
January 15. In announcing his retirement he said he was 
not sure what he would do. Ill health was assigned as the 
reason for his quitting. 


LOUISIANA PROTESTS 


W. M. Barrow, assistant attorney-general of Louisiana, 
has filed with the New Orleans Western District Freight 
Traffic Committee for the state railroad commission and 
the attorney-general, a protest against the Railroad Ad- 
ministration and the district committee, “changing, modi- 
fying, altering, or otherwise interfering with the rates, 
rules, regulations and practices of the railroads operating 
within the state of Louisiana in so far as they apply on 
Louisiana intrastate business, and have been ordered or 
authorized by the Railroad Commission of Louisiana. 

“The Railroad Commission of Louisiana is the only law- 
fully constituted authority within the state of Louisiana 
having jurisdiction over all matters and things affecting, 
concerning or pertaining to the fixing of reasonable intra- 
state rates, rules, regulations and practices within the 
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state of Louisiana; and its jurisdiction over such matters 
is exclusive, its decisions, orders and rulings being subject 
to review only by courts of competent jurisdiction. 


“The act of Congress known as the federal control act, 
or any other act of Congress authorizing the President 
of the United States to initiate freight rates for railroads 
operated under federal management, does not take from 
the said railroad commission of Louisiana its right, power 
and authority to adopt, change, or make reasonable and 
just freight and passenger rates for railroads operating 
within the state of Louisiana, and to govern and control 
passenger and freight tariffs and service within the state, 
but, on the contrary, specially reserves in the respective 
states of the United States the right, power and authority 
to regulate and control the intrastate service and rates 
of the railroads, as set forth in the said federal control 
of railroads act, approved March 21, 1918, section 15. 


“The said New Orleans-Western District Freight Traffic 
Committee, without authority, and in violation of the right 
of the state of Louisiana and the Railroad Commission 
of Louisiana, to exercise the police powers of the state 
by prescribing and enforcing reasonable rates, rules and 
regulations and practices affecting the railroads operating 
within the state of Louisiana, for comfort and convenience 
and use of the public, by setting aside many of the rates, 
rules and regulations and practices prescribed by the 
Railroad Commission of Louisiana, and sustained in some 
instances by the courts. 

“The emergency which justified the taking over of the 
railroads by the President has passed, the necessity for 
the rate advances has been adequately met by the heavy 
advances in freight and passenger rates made by Sup- 
plemental Order No. 28 of the Railroad Administration, 
and there is no necessity for, nor authority in the said 
Railroad Administration, and W. G. McAdoo, Director- 
General, his successors, attorneys, agents or employes, 
nor the New Orleans-Western District Freight Traffic 
Committee continuing to consider, propose or recommend 
cancellations of intrastate rates of long standing, as ad- 
vanced by the 25 per cent general rate advance, or a 
partial or completed readjustment of rates on particular 
commodities within the state of Louisiana.” 


AN UNSCRAMBLING ORDER 


The Trafic World Washington Bureau. 


In circular No. 68, Director-General McAdoo did some 
unscrambling December 26 by transferring the Pittsburgh 
& Lake Erie and Pittsburgh & West Virginia from the 
Allegheny to the Eastern Region, while transferring the 
West Side Belt of Pittsburgh and the Grand Rapids & 
Indiana from the Eastern to the Allegheny Region. The 
transfer of the P. & L. E. to the Eastern Region reunites 
that road to its New York Central affiliation and the 
transfer of the G. R. & I. to the Allegheny Region puts 
it in with its affiliation—the Pennsylvania Lines West. 


DENVER RESOLUTIONS 


The following resolutions, presented from the Trans- 
portation Bureau of the Denver Civic and Commercial As- 
sociation, were adopted by the board of directors of that 
association: 

“Whereas, We oppose the principles involved in gov- 
ernment ownership and control of public utilities en- 
gaged in interstate business, as being destructive alike 
to individual effort and progress upon which has rested, 
and will rest, the material and best development of our 
national life; and ° 

‘Whereas, A further result as indicated by the experi- 
ence of foreign countries, has been lessened efficiency 
and higher service cost to the public; therefore, 

“Be It Resolved, That the Civic and Commercial As- 
sociation of the City and County of Denver favors the 
relurn of the railroads to the management of their re- 
spective owners at the earliest date practicable; and be 
it further 

“Resolved, That we favor conferring upon one central 
bedy the authority and power to initiate and to establish 
rates, through the medium, aid and advice of regional 
committees, composed of representatives of the carriers 
and of the public; and to this end we would respectfully 
sicgest and urge such congressional action as may be 
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necessary to bring about the aforenamed results; and we 
respectfully further urge the repeal or amendment of such 
sections or parts of sections of the Sherman and Hep- 
burn Acts as may be necessary to enable the carriers so 
to develop and to so operate their several properties, 
jointly or severally, that the interests of the public may 
be served in the best and most efficiently economical 
manner, constantly having in mind the lowest possible 
rates consistent with proper return to the owners, neces- 
sary development and upkeep of properties, speedy and 
safe service. 

“We further favor the passage of a natignal incorpora- 
tion law extending charter rights and privileges to trans- 
portation lines engaged in interstate commerce.” 


PROGRAM FOR RETURN OF ROADS. 


New York, N. Y.—A program calling for prompt return 
of the railroads after the passage of remedial federal legis- 
lation was worked out at a meeting December 20 of the 
standing committee of the Association of Railroad Execu- 
tives, according to the announcement made. Provisions of' 
the plan were not made public. The program will be sub- 
mitted next month to the Senate interstate commerce com- 
mittee, if it is approved at a full meeting of the associa- 
tion, called here for December 30. 


PASSENGER TRAIN OPERATION 
The Trafic World Washington Burcau. 


“Marked improvement in the operation of passenger 
trains in the eastern section of the country is indicated in 
reports now being received by Director-General McAdoo,” 
says a press notice. “This is especially true of traffic 
conditions for the month of November, 1918, as compared 
with the same month for 1917, and, despite the heavy de- 
mands that are being made upon all roads, not only for 
the movement of troops to their homes, but to take care 
of the unusual heavy holiday travel of the general public. 

“Figures made public December 23 show that on one 
division of the Pennsylvania Lines, that operating east of 
Pittsburgh and Erie, for November, 1918, 88.1 per cent 
of the trains made schedule time, as against 77.1 per cent 
for the corresponding month of 1917. The percentage -of 
trains on time for November, 1918, was 80.6, as against 
59.7 per cent for December, 1917.” 


RAILROAD TIME TABLES 


R. L. Kern, traffic manager of the United States Radi- 
ator Corporation, Detroit, has written as follows to Gar- 
ret Fort, Director Passenger Traffic, U. S. Railroad Ad- 
ministration: 

“There has recently occurred a great change in the rail- 
road time tables, and this change is decidedly not in the 
interest of public service, railroad economy, or anything 
else, so far as the writer and the balance of the traveling 
public can see, and that change is the elimination of the 
index of stations from railroad time tables for the larger 
trunk line railroads. 

“We find that elimination of this index from the time 


tables has deprived the traveling public of certain in-, 


formation which they have previously been able to obtain, 
and has only added a heavy burden to the ticket and in- 
formation offices, for the reason that the traveling public 
cannot readily find the desired stations in the time tables, 
and the clerks and attendants in these offices..experience 


just as much trouble as does the traveling public. We 


fail to see any good whatever in the elimination of this 
labor-saving guide to either the traveling public or pas- 
senger and ticket office employes. 

“We earnestly recommend quick restoration of these 


indexes as published in the past, thus cutting down to a. 


minimum the long waiting line at the information window 
seeking information which passengers cannot now easily 
obtain, and the information clerk is having nearly as 
much trouble, as he has no guide whatever. If he does 
not happen to know the particular division of a large 
trunk line railroad on which a station may be located he 
can spend nearly an hour looking for the train time for 
that particular station.” 
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Section (1). 


THE TRAFFIC WORLD 
WAR DEPARTMENT EMBARGO 


(Cir. CS-45, Car Service Section) 


All outstanding embargoes against freight 


for the War Department should be canceled, and the fol- 
lowing placed with your agents and representatives: 

By direction of the Car Service Section, at the request 
of the War Department, an embargo is placed, effective 
at once, against all carload freight consigned, (a) to or 
for account of the War Department or officers thereof; 
(b) to or for aczount of contractors for War Department 
purposes, at destinations listed in the following item No. 
one (1), except as exempted under the heading “Excep- 


tions:” 


Item No. 1. 


Destination. 

Amatol, N. J. 

Amatol Junction, N. J. 

Astoria, Long Island, N. Y. 

Baltimore, Md. 

Bayonne, N. J. 

Boston, Mass. 

Brooklyn N. Y. (and points 
within the lighterage lim- 
its of) 

Bush Bluffs, Va. 


Canton, Baltimore, Md. 

Charleston, S. C. 

Chester, Pa. 

Chicago, Ill., 39th & Robey 
sts. 


Chicago, Ill., Pennsylvania 
Term. 
Chicago, Ill., Hawthorne 
Station. 


Columbia, S. C. 
Camp Jackson. 
No. Cola. Cantonment. 
Columbus, Ga. (Camp Ben- 
ning) 


Columbus, Ga. (Fort Ben- 
ning) 
Columbus, O. 


Croyland, Pa. 

Curtis Bay, Md. 

Dents Station, S. C. (No. 
Columbia Cantonment) 

Elwood, N. J. 

Ernston, N. J. 

Fairfield, O. 

Fayetteville, N. C. 
Bragg) 

Gillespie, N. J. 

Governors Island, N. Y. 

Greenville, S. C. (Camp Se- 
vier) 

Hammonton, N. J. 

Hampton, Va. 


(Camp 


Hawthorne, Ill. (Chicago) 
Hoboken, N. J. 
Jeffersonville, Ind. 

Jersey City, N. J. (and 
points within the lighter- 
age limits of) 

Kenilworth, N. J. 

Lamberts Point, Va. 
folk) 


(Nor- 


Long Island City, N. Y. 
Mays Landing, N. J. 
Metuchen, N. J. 
Middletown, Pa. 


Morgan, N. J. 

Mt. Pleasant, Del. 
New Castle, Del. 
New Cumberland, Pa. 
Newport News, Va. 


Exceptions. 
Property Consigned to— 


United States Constructing 
Quartermaster, Army Sup- 
ply Base. 


Camp Supply Officer (food 

supplies only). 
Camp Supply Officer (food 
supplies only). 


Camp Supply Officer (food 


supplies only). 


Camp Supply Officer (food 
supplies only). 


Camp Supply Officer (food 
supplies only). 
Superintendent of Construc- 


tion, U. S. Signal Corps, 
Langley Aviation Field. 


U. S. Constructing Quarter- 


master, Arthy Supply 
Base, Bush Bluff. 
Supply Officer, Aviation 


General Supply Depot. 


New York, N. Y. (and points 
within the lighterage lim- 
its of) 

Nixon, N. J. 

Norfolk, Va. 


Old Bridge, N. J. 
Penniman, Va. 

Perth Amboy, N. J. 
Pig Point, Va. (Norfolk) 
Philadelphia, Pa. 


Phoebus, Va. 
Portland, Me. 

Port Clinton, O. (Erie prov- 
ing grounds) 
Port Ewen, N. Y. 

Port Newark 
(Newark, N. J.) 

Port Lock Yards, Va. (Nor- 
folk) 


Terminal 


Portsmouth, Va. 
Rahway, N. J. 
Raleigh, N. C. (Camp Polk) 


Redington, Pa. 

Rock Island, Ill. 

Rockwell Park, Del. 

Runyon, N, J. 

Seiple, Pa. 

Seven Pines, Va. 

South Amboy, N. J. 

South Kearney, N. J. 

South Schenectady, N. Y. 

Spartanburg, S. C. (Camp 
Wadsworth) 

Staten Island, N. Y. 

Stithton, Ky. (Camp Knox) 


Tullytown, Pa. 
Weehawken, N. J. 
Westville, N. J. 
Williamsburg, Va. 
Wilmington, Del. 
Woodbury, N. J. 


Section (2) 


Vol. XXII, No. 26 


U. S. Constructing Quarter. 
master, Army Supply 
Base, Bush Bluff. 


U. S. Constructing Quarter- 


master, Quartermaster 
Terminal, Greenwich 
Point. 


U. S. Constructing Quarter- 
master, Army Supply 
Base, Bush Bluff. 


General Hospital. 
Camp Supply Officer (food 
supplies only). 


Camp Supply Officer (food 
supplies only). 

General Hospital, Fox Hill. 

Camp Supply Officer (food 
supplies only). 


Embargo is placed against carload ship- 


ments of commodities listed in the following Item No. Two 
(2), under the heading “Commodities,” when consigned 
(a) to or for account of the War Department or officers 
thereof; (b) to or for account of contractors for War De- 
partment purposes, at destinations shown. 


Item No. 2. 


Destination 
All destinations 
North Pacific Coast ports of 
export 


California ports of export 


ands, Philippine Islands 
and Alaska destinations. 
Tron and steel articles. 
Iron and steel articles. 
Iron and steel articles. 
Iron and steel articles. 
Iron and steel articles. 
Grain for domestic 
when in bulk. 
Grain for overseas, when in 
bulk or sacked. 


use, 


Iron and steel articles. 
Grain for domestic 
when in bulk. 


use, 


Commodity 

High explosives. 

All property consigned to or 
for account of War De- 
partment when for export, 
including Hawaiian Isl- 
ands, Philippine Islands 
and Alaska destinations. 

All property consigned to or 
for account of War De- 
partment when for export, 
including Hawaiian Isl- 


Brunswick, Ga. 
Jacksonville, Fla. 
Pensacola, Fla. 
Wilmington, N. C. 
Galveston, Tex. 
Mobile, Ala. 


Port Arthur, Tex. 


Texas City, Tex. 
New Orleans, La. 
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Grain for overseas, when in 
bulk or sacked. 
Construction material when 

consigned to Constructing 

Quartermaster, Army Sup- 

ply Base, New | Orleans 

except creosoted piling 

and timbers way-billed to 

New Orleans direct or 

with stop in transit at 

creosoting plants for treat- 

ing. 

Section (3) Shipments in transit on the effective date 
of this embargo will be accepted and moved to destination 
as conditions’ permit. 

The movement of freight covered by this embargo may 
be authorized only by USWD transportation orders, issued 
by the Inland Traffic Service, War Department, as pro- 
vided for in Inland Traffic General Order No. 2, daied 
February 18, 1918. 

This embargo superseded all embargoed items in Inland 
Traffic Service General Order No. 2 and supplements 
thereto. 

Wherever the provisions of Inland Traffic Service Gen- 
eral Order No. 2 (or supplements thereto), or of Car Serv- 
ice Section Circular No. CS-3 (or supplements thereto), 
conflict with the terms of this embargo, the provisions of 
this embargo will govern. 

These instructions have been sent to all railroads of the 
U. S. Railroad Administration and should not be promul- 
gated through zone chairmen or to connections, excepting 
to those for which you assume responsibility for advising 
under General Order No. 17. 


THANKS FOR MR. McADOO 


(Letter to Director-General McAdoo from W. E. Mac Ewen, 
chairman transportation committee, Western Petroleum Re- 
finers’ Association.) 

We desire at this time to express to you our deep appre- 
ciation of the magnificent efforts made by the United 
States Railroad Administration, during the war period, to 
render a transportation service to the oil industry that 
would enable it to meet the demands made upon it by 
the United States government, its allies, and the industries 
engaged in war work. 

It is perhaps safe to say that no single industry was 
more important in the successful carrying on of the 
war than the oil industry, and in its early days it was real- 
ized that, if the problems before us were to be met, that 
the transportation question, involving the movement of 
petroleum and its products, required the closest attention. 
With this in mind, the oil industry appealed to the United 
States Railroad Administration for assistance in working 
out a plan by which the mileage on the tank cars might 
be doubled without any material increase in the tank car 
equipment, in order that the steel might be conserved 
for other important war purposes. 

The appeal met with a hearty response and in the west- 
ern district the regional directors appointed B. L. Swear- 
ingen as supervisor of oil traffic, with headquarters at 
Kansas City, to supervise the movement of oil traffic in 
the western district. The writer was appointed by the 
oil industry to co-operate with Mr. Swearingen and secure 
the assistance and help of the shippers. 


J. A. Middleton was assigned by the Railroad Admin- 
istration at Washington to the oil division of the United 
States Fuel Administration, who in turn appointed O. M. 
Conley at Kansas City to also render assistance in meet- 
ing the emergency, Mr. Middleton afterward being suc- 
ceeded by O. M. Conley at Washington, and F. B. McKay 
succeeding Mr. Conley. 

These joint offices were opened early in April, when 
conditions were chaotic, and when a gréat many of the 
refineries, in the midcontinent field in particular, were 
shut down or only partially operating on account of short- 
age of equipment. The refiners were requested to work 
as a unit and assist in consolidating the oil shipments 
into trainload lots, and this request was met with a 
hearty response. The Railroad Administration arranged 
to consolidate this freight, symbol it, and move it through 
io destination or breaking point in solid trainload lots. 

Without going into the details of the matter, it suffices 
io say that within thirty days there was such an im- 
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provement that from that time on there was never a 
shortage of tank cars in the oil industry in the western 
field. There never was a demand made upon the western 
oil industry that they were not able to meet so far as 
transportation facilities were concerned. There never was 
a time that there was not at least a day and a half’s 
loading of cars on hand. During the first ten months 
of the year there was loaded from the midcontinent field 
256,082 cars, compared with 200,603 cars for the same 
period. 1917, an increase of 55,479 cars, with practically 
no increase in the amount of equipment. From April 20 
to November 20, inclusive, there was loaded from the mid- 
continent field a total of 3,585 solid trains of oil, contain- 
ing 100,530 cars. 

In the month of January the mileage per car per day 
on tank cars of western refiners was 26.19; in June, 56.27, 
and in September 58.4, an increase of 100 per cent in 
the mileage performance. 

What was accomplished in the oil industry is one of 
the most concrete illustrations in the history of railroad- 
ing of the economic gain by the co-operation between the 
shipping public and the railroads. These accomplishments 
were made possible by the whole-hearted co-operation, 
starting with the yard employes of the railroads, and on 
up the line, including the operating officials and Car 
Service Section at Washington, railroad executive officials 
at Washington, and particular mention should be made 
of the magnificent co-operation rendered by the three 
western regional directors and their assistants. This, 
coupled with the unselfish efforts of the refiners in lend- 
ing their assistance in carrying out the systems adopted, 
made possible the meeting of all problems confronting the 
industry, from a transportation standpoint, in the western 
district. 

Great credit for the accomplishments mentioned in the 
foregoing is due to the executive ability, resourcefulness 


' and untiring efforts of B. L. Swearingen, the direct rep- 


resentative of the regional directors in charge of super- 
vising the oil traffic. ; 

On July 1 the traffic department of this organization 
was asked to represent the tank car committee of the 
petroleum war service committee, in order to supervise 
in behalf of the shippers the entire tank car equipment 
of the industry, and while the industry as a whole regret 
the necessities that compel you to resign your position 
as Director-General of Railroad, we want you to feel that 
we owe a debt of gratitude to you and appreciate to the 
utmost the magnificent assistance rendered, and it would 
be a source of keen regret were this economical method 
of handling freight to be dispensed with, as the systems 
devised enable the railroads to handle more freight with 
less equipment, saves congestion in terminals, by reason 
of the trains moving through solid, and is of equal benefit 
to the shippers, the railroads, and the public at large. 

While the jurisdiction of the Kansas City office only 
extended to the territory west of the Mississippi River 
and Chicago, I also want to commend the eastern regional 
directors and their assistants for the hearty co-operation 
rendered in the movement of the very large tonnage that 
originated in this field that moved to the seaboard for 
export and to the large industrial institutions of the east 
in meeting the war problems. 

In conclusion, we want you to know that whatever field 
of activity you may engage in that you will have the best 
wishes of this industry for a happy and fruitful future. 


FREIGHT DESTROYED IN TRANSIT. 


Hale Holden, regional director, in Circular No. 220 to 
central western railroads, says: 

“Shippers and consignees of freight frequently suffer 
inconvenience due to the lack of information as to the 
whereabouts of their property when it is destroyed by 
wreck, fire or other casualty, or is confiscated by carrier. 

“Please arrange a plan in such cases whereby the oper- 
ating department will immediately notify the freight claim 
agent, furnishing full waybill reference, name and address 
of shipper, consignee and a description of the freight 
destroyed or confiscated. 

“Upon receipt of such advice in the claim office, ar- 
rangements should be made to immediately notify the 
shipper and consignee (by form letter, sample attached) 
to enable them to make such arrangements as they see 
necessary under the circumstances, either by duplication 
of the shipment or otherwise.” 
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APPLICATION OF INCREASES 


The new rules, effective on one day’s notice, for the ap- 
plication of increases ordained by General Order No. 28, as 
to certain commodities moving on combination rates, car- 
ried in the Commission’s fifteenth section order No. 1020, 
are as follows: 





Except as otherwise indicated herein and where specific 
reference hereto is made in tariffs, rules provided herein 
apply in connection with rates between points on railroads 
and systems of transportation under federal control as 
enumerated in Circular No. 5, I. C. C. No. 1, supplements 
thereto or reissues thereof, issued by Edward Chambers, 
director, Division of Traffic; also in connection with joint 
rates between points on such carriers and points on car- 
riers not under federal control. 

Exception: These rules do not apply in connection with 
Mississippi-Warrior waterways or New York-New Jersey 
Canal section, nor on interstate traffic in connection with 
rates applying exclusively on intrastate traffic. 

The term “separately establshed commodity (or class) 
rate factor” as used herein refers to local, joint or pro- 
portional rates, including rates made by the addition or 
deduction of arbitraries or differentials. 

Where two or more separately established commodity 
rate factors are subject to different minimum weights, the 
highest minimum weight applicable to any of the separately 
established commodity rate factors will apply to the 
through rate as arrived at in the manner herein prescribed, 
except that the charges based on the separately established 
factors used in making the combination rate and minimum 
weight (or actual weight when in excess of minimum 
weight, applying to each factor, shall be observed as 
maximum, 

Section 1. 


Where no published through rates are in effect from 
point of origin to destination on a commodity specified in 
section 2, and two or more commodity rate factors (see 
note) are used in arriving at the through rate for a con- 
tinuous rail shipment thereof, such through rate will -be 
arrived at in the following manner: 

(1) Each separately established commodity rate factor 
will be reduced by the amount of the commodity differ- 
ential shown in section 2 opposite the name of the com- 
modity. 

(2) The reduced commodity rate factors will then be 
added together. 

(3) To the sum of the separately established commodity 
rate factors thus obtained, add the commodity differential 
shown in section 2 opposite the name of the commodity. 

Note: Where the rates on the commodities specified in 
section 2 are published as lettered classes other than A, 
B, C and D, as exceptions to the Southern Classification, 
such factors will be considered commodity rates. 


Explanation: 


(a) Where a separately established class rate factor, 
plus a separately established commodity rate factor is used 
in constructing the combination rate, no deduction is to 
be made from either factor and the correct through rate 
to apply is the sum of the factors. 


(b) Where separately established commodity rate 
factors only are used in constructing the combination rate, 
deduct the amount shown opposite the commodity in sec- 
tion 2 hereof from each separately established commodity 
rate factor, and to the sum of the commodity rate factors 
so reduced add the amount shown opposite the commodity 
in section 2 hereof. 

(c) Where two or more separately established com- 
modity rate factors, plus one or more separately estab- 
lished class rate factors are used in constructing the com- 
bination rate, deduct the amount shown opposite the com- 
modity in section 2 hereof from each separately established 
commodity rate factor, and to the sum of the commodity 
rate factors so reduced, add the amount shown opposite the 
commodity in section 2 hereof, also add the full class rate 
factor or factors without deduction. 


Section No. 2. 


In cents 
per 100 pounds 
(except as noted) 
Cement, cement plasters and plasters, carloads............ 2 
Cotton, any quantity (including cotton which has been ac- 
i SE! - a swavcids ciades Gahees svn cealbeee cous eteasess 15 
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Cotton linters, any quantity (including cotton linters which 
oe eS RRR aes Rae a eee 15 


I. SUN, ond ecm tiga oie chy air cog aia ras he ke oe ok 1% 

Ores, iron, carloads, per ton of 2,000 pounds............ee0% 30 
Or per. tom Of 2,200 POUMOR. so cicccciccescabelicesbswsie 33.6 

DAME GMA STOVE! COTIORER 6 osc: vias 055.00 skinndneediabavciaciesioes 1 


Stone, artificial and natural, building and monumental, ex- 
cept carved, lettered, polished or traced, carloads....... 
Stone, broken, crushed and ground, carloadS............++++ 1 


Section No. 3—Live Stock, Carloads. 


Where no published through rates are in effect from point 
of origin to destination on live stock, carloads, and two or 
more commodity rate factors are used in arriving at the 
through rate for a continuous rail shipment thereof, such 
through rate will be arrived at in the following manner: 

1. Where combination of separately established com- 
modity rate factors is 35 cents per hundred pounds (or 
$75 per standard tar, see Note 1), or less, such combina- 
tion will apply. 

2. Where combination of separately established com- 
modity rate factors is over 35 cents per hundred. pounds 
(or over $75 per standard car, see notes 1 and 2), the 
through rate will be made by adding 7 cents per hundred 
pounds (or $15 per standard car, see notes 1 and 2), also 
the full class rate factor or factors without deduction, to 
the sum of the commodity factors for basing the through 
rates arrived at in the following manner (either where 
such commodity rate factors cover entire haul from origin 
to destination, or where used in connection with one or 
more class rate factors). 

(a) Where a separately established commodity rate 
factor is 35 cents per hundred pounds (or $75 per standard 
car, see note 1) or less, the factor for basing the through 
rate will be as shown in table of rates, section 5. 

(b) Where a separately established commodity rate 
factor is over 35 cents per hundred pounds (or over $75 
per standard car, see notes 1 and 2), the factor for basing 
the through rate will be 7 cents per hundred pounds (or 
$15 per standard car, see notes 1 and 2) less. 














Example 

Commodity rate factor to basing point 23 (per Par. (a)) ? 
ee a rr re ree seeeeee Pere 5 

Commodity rate factor from basing point 42 (per Par. fs 

CBP) TREEOE oo ccc cic ceccccceteccsveseecsvetensicessaceesins 35 
53.5 

BME Cer Tle B)ioccccvcscicssinccccsccepecvssvvcessesceees a 
Cieseeet Camis BORG skis cc ccscrccrcvccccspenvesene 60.5 

or 
Commodity rate factor to basing point 23 (per Par. (a)) 7 
OE OPED EC ETE Oe seeeeee ote cceeceesccsces 8.5 
Commodity rate factor from basing point 20 (per Par. 

CRU SU ood cesta vac eset esse resrccsnetboasee anes 6 
34.5 

BBE Geet TS Bhincocvsiccvcctvccssecseceaciesdcosesssioaae 
Correct combination rate, o..c..6ccccccicnres eee eeeeceeseee 41.5 
NOTE 1: The term “standard car’’ applies to cars 36 feet 


in length, inside measurement. To determine the rate for cars 
of other lengths, apply percentage basis provided in tariffs or 
classifications governing the separately established factors. 

NOTE 2: Where separately established commodity rate fac- 
tors are governed by the Southern Classification, the following 
will apply where rates are published in dollars and cents per 
car. 

Where combination of separately established commodity 
rate factors is over $75 per car exceeding 36 feet 6 inches 
in length, the through rate will be made by adding to the 
sum of the factors for basing the through rates, arrived at 
in the following manner, the amounts set forth below: 

When in cars 36 feet 6 inches or less in length, $15 per 
car. 

When in cars 38 feet 6 inches and over 36 feet 6 inches 
in length, $15.75 per car. 

When in cars 40 feet 6 inches and over 38 feet 6 inches 
in length, $16.50 per car. 

Where a separately established commodity rate factor is 
over $75 per car exceeding 36 feet 6 inches in length, the 
factor for basing the through rate will be the following 
amounts less: 

When in cars 36 feet 6 inches or less in length, $15 per 
car. 

When in cars 38 feet 6 inches and over 36 feet 6 inches 
in length, $15.75 per car. 

When in cars 40 feet 6 inches and over 38 feet 6 inches 
in length, $16.50 per car. 

Where two or more separately established commodity 
rate factors are used in constructing a through rate, one 
or more of the factors being stated in cents per 100 pounds, 
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the other or others in dollars and cents per car, convert 
the factor or factors stated in cents per hundred pounds 
to dollars and cents per car and apply the basis herein 
provided. 

In applying the foregoing, amounts of less than twenty- 
five (25) cents to be omitted; amounts of twenty-five (25) 
cents or greater but less than seventy-five (75) cents to be 
considered as fifty (50) cents; amounts of seventy-five (75) 
cents or greater but less than one dollar ($1) to be in-. 
creased to one dollar ($1). 


Section No. 4—Lumber and Forest Products, Carloads. 


Where no published through rates are in effect from 
point of origin to destination on lumber and articles taking 
same rates, or arbitraries over lumber rates, also other 
forest products, on which rates are not higher than on 
lumber, carloads, and two or more commodity rate factors 
are used in arriving at the through rate for a continuous 
rail shipment thereof, such through rate will be arrived 
at in the following manner (either where such commodity 
rate factors cover entire haul from origin to destination, 
or where used in connection with one or more class rate 
factors): 

1. Where combination of separately established com- 
modity rate factors is 25 cents per hundred pounds or less, 
such combination will apply. 

2. Where combination of separately established com- 
modity rate factors is over 25 cents per hundred pounds, 
the through rate will be made by adding 5 cents per hun- 
dred pounds, also the full class rate factor or factors with- 
out deduction, to the sum of the commodity factors for 
basing the through rates arrived at in the following man- 
ner: 

(a) Where a separately established commodity rate 
factor is 25 cents per hundred pounds or less, the factor 
for basing the through rate will be as shown in table of 
rates in section 5. 

(b) Where a separately established commodity rate 


_factor is over 25 cents per hundred pounds, the factor for 


basing the through rate will be 5 cents per hundred pounds 
less. 

Where the rates on commodities specified in section 4 
are published as lettered classes other than A, B, C and D, 
as exceptions to the Southern Classification, such factors 
will be considered commodity rates. 


Section No. 5—Table of Rates. 


To be applied when rates are in cents per 100 pounds or 
per ton, or in dollars per car: 


When sepa- The factor 
rately established for bas- 
commodity ing the through 
rate = is rate will be 
1 


When sepa- The factor 
rately established for bas- 

commodity ing the through 

rate factoris rate will be 


1 38 Wy 
2 1% 3814 51 
21% 2 39 31 
3 2Y, 39% 31% 
31% 3 40 32 
4 3 40% 3214 
4% 31% 41 33 
5 4 4114 33 
5% 415 42 331% 
é B 43° 34% 
6% 
7 5M 43% 35 
Ti 6 44 35 
8 61% 441% 35% 
815 7 45 36 
9 7 451% 36% 
91% 1% 46 37 
10 8 46% 37 
10% 84 47 371% 
1 9 4714 3716 
11% 9 48 3816 
12 91% 4814 9 
12% 10 49 39% 
13 10% 50 40 
13% 11 501% 40% 
14 11 51 41 
141% 11% 511% 41 
151% 121% 52 411% 
16 13 521% 42 
16% 13 53 4214 
17 13% 53% 3 
17% 14 54 43 
18 14% 5415 4314 
181% 15 55 44 
19 15 551 4415 
191% 151% 56 45 
ne? ey 
21 17 571% 46 
21% 17 58 4615 
22 17% 581% 47 
221% 18 59 47 
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231 19 60 48 
24 19 60% 481% 
241% 19% 61 
25 20 614% 49 
254% 20% 621% 4916 
26% 1 63 50% 
27 21% 6344 51 
2714 2 64 5 
8 22% 6414 514% 
281% 23 5 52 
29 23 6516 521% 
29% 2316 66 53 
24 6614 53 
30% 241% 67 5314 
31 25 6714 54 
15 12 68 5414 
314% 25 6844 55 
251% 69 55 
321% 26 69% 551% 
2614 70 56 
3316 27 70% 5614 
eB i os 
35 28 72% 58 
3546 2814 73 5844 
36 29 73% 59 
36% 29 74 59 
7 2916 744% 591% 
374% 30 75 60 


REFRIGERATION TARIFF 


The Trafic World Washington Bureau. 


The refrigeration tariff that has been prepared by the 
Railroad Administration is to be known as “Perishable 
Freight Tariff No. 1,” and is to be issued by Eugene Morris. 
It carries tables for L. C. L. refrigeration rates and for 
heater car rates. L. C. L. refrigerator rates start with 13 
cents per 100 pounds for 100 miles or less. They jump up 
in 3-cent leaps for 100-mile increases in distance until 
they reach 400, after which the jumps are 2 cents for 200- 
mile leaps. ; 

Rates for heater cars start at 10 cents for 100 miles and 
go up one cent for each additional 100 miles to 1,000, and 
one cent for each 200 after that. .Those rates apply only 
between October 15 and April 15. 

If the shipper furnishes ice, which he may do if the car- 
rier permits, the carrier may allow him for the actual cost 
of ice, but not for the labor of putting it in the bunkers. 


APPLICATION OF ADVANCES 


The Trafic World Washington Bureau. 


Director-General McAdoo has prepared a combination 
tariff to apply to all federal controlled roads setting forth 
how advances shall be applied to rates made on combina- 
tions, both percentage and specific. This tariff is to be 
in effect a supplement to every tariff filed in obedience to 
G. O. No. 28. The Commission has given sixth section 
permission to file the combination tariff for non-controlled 
roads. The object of the combination tariff is to eliminate 
from individual tariffs provisions for applying the increases 
because, while the pattern was given in freight rate author- 
ity No. 10, there are variations in individual tariffs that 
have resulted in a lack of uniformity in the application of 
increases. 

Coal, coke and grain and its products will remain excep- 
tions to the general rule that not more than one factor of 
a through rate made on combination shall be increased. 
Brick may be added to the list of exceptions. While 
coal, coke and grain and its products have been the only 
legal exceptions, individual tariff peculiarities have result- 
ed.in exceptions that were not intended. Hence this ef- 
fort to make effective what was ordained in F. R. A. No. 10. 


LOADING OF FOODSTUFFS 


The Trafic World Washington Bureau. 


The Car Service Section, in Circular C. S. 86, has can- 
celled Bulletin No. 41, which carried Rule No. 9 of the Food 
Administration rules and regulations governing the loading 
of food and feed commodities in such way as to supersede 
all car minima published in freight tariffs. The cancelling 
circular, however, notifies all railroads that the Administra- 
tion will continue ‘supervision of loading carload traffic and 
all instances of light loading are to be reported as here- 
tofore, so there will not be a return to wasteful use of 
equipment. 


a ee emer t 


EL tats 


ran dintet. beckon ben 





1254 





Legal Department 


Ta this department a legal expert answers simple questions relating 
to the law of interstate transportation of freight. Readers desiring 
special service by immediate answer may obtain privately written 
answers to their inquiries by the payment of a small fee. 


Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C 





Discount From Invoice Price on Damaged Goods. 


MassachusSetts.—Question: Concerning your reply to 
“Towa,” on page 1016, of the Nov. 23, 1918, issue, dealing 
with the subject of discount from invoice price on dam- 
aged goods, the following is respectfully brought to your 
notice for such further consideration and comment as may 
be warranted: 

The old bill of lading, that is, the form in use before 
the Cummins amendment became effective, provided that 
the invoice value to the consignee would be the measure 
of loss or damage. In my opinion, the fact that such lan- 
guage was used in the contract had substantially the effect 
of making the invoice itself a part of the contract and in- 
cluded, therefore, the obligation to pay the gross amount, 
including cash discounts, unless claim were settled within 
such a period of time from the date of invoice as to 
justify the deduction of the cash discounts solely because 
of the time of payment. 

Since the Cummins amendment has become effective 
the bill of lading has been changed, and a stipulation is 
that the basis of the computation of the carrier’s liability 
shall be the actual value of the property at the time and 
place of shipment. The invoice is no longer mentioned 
and, therefore, ceases to have any standing under the 
bill of lading, and is only considered in connection with 
claims as one form of evidence of the value of the prop- 
erty. The carrier may reject the invoice and require other 
proof of the value of the property at its discretion. The 
shipper, or claimant, may also decline to accept settlement 
on the basis of the invoice and produce proof of a higher 
value, at the time and place of shipment, which would be 
accepted by the carrier as a basis of adjustment. The 
terms of the invoice must, thereore, be taken into con- 
sideration as a part of the evidence and not as a part of 
the contract. It is, therefore, our firm belief that an in- 
voice dated at Boston on November 30, covering 50 pairs 
of shoes at $4 per pair, and carrying in the terms a stipu- 
lation that a two per cent discount would be allowed for 
cash in ten days, is evidence that the shoes were worth, 
at the time and place of shipment, $196 instead of $200; 
that is to say, that we attempt to place a commonsense 
interpretation on the meaning of the language of the bill 
of lading, and consider that the value at the time and 
place of shipment means the cash value at that time and 
place. In other words, the $200 representing the gross 
amount of the invoice includes two items, i. e., value of 
the goods at the time and place of shipment and a charge 
for the use of the sum of $196 for a greater period than 
ten days. 

It seems to us that any other solution of the question 
is a dangerous one, because there is no provision to keep 
such so-called cash discounts within reason. We have 
seen, and not infrequently, invoices providing for a cash 
discount of 10 per cent for payment in ten days, that is, 
at the rate of one per cent per diem, which obviously is 
beyond reason. If the decision you gave on November 23 
should stand, we see nothing to prevent a shipper from 
offering a cash discount of 50 or 75 per cent for payment 
in ten or thirty days. With his customers he would always 
have to give up the discount, because they would arrange 
to pay the bills within the stipulated time, in order 
to take advantage of it. It would thus become the 
means of forcing carrier to pay greatly inflated amounts , 
in settlement of claims, unless, of course, they abandoned 
the invoice and sought other proof of the value of the 
property at the time and place of shipment. It is the 
invoice value that is being considered here. 

Answer: Prior to the enactment of the Carmack and 
Cummins amendments, the amount of damages for loss 
or injury to goods was computed on the basis of the value 
of the shipment at destination point. Now it is on the 
basis of the value at place and time of shipment, not 
necessarily the invoice price. We have frequently stated 
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in these columns that the invoice price is not determinative 
when not fairly representative of the actual value at place 
and time of shipment. In fact, in our answer to “Iowa,” 
we said: “If the invoice price does not fairly represent 
the actual value of the property at the place and time of 
shipment, or, if no invoice price was actually made out 
or agreed upon, then the Cummins amendment must be 
understood as indicating the actual value of the property 
at the point of shipment when loaded and ready for trans- 
portation.” 

We also said in our answer to Iowa: “Since the ques- 
tion of cash discount on the invoice price is made for 
future adjustment between the buyer and seller, and has 
no bearing upon the value of the property when ready for 
transportation, it is our opinion that a carrier cannot law- 
fully deduct the percentage of discount from the invoice 
price allowed the consignee by reason of his paying for 
the goods within a certain time.” 

The term “discount” in law usually signifies the interest 
allowed on the face amount of a bill, or other evidence 
of indebtedness for the use of the money during a period 
when the indebtedness was not yet due. It has no bear- 
ing upon the face amount of the indebtedness, neither 
increasing or decreasing it, but merely allows the debtor 
to deduct a given sum from the full amount of his indebt- 
edness if he elects tg pay it before it is actually due 
under the contract. In the exercise of this privilege it is 
a matter for future determination and has no bearing upon 
the value of the property when ready for transportation. 
And it is the value of the property at that particular time 
by which the amount of the carrier’s liability is measured 
under the Cummins amendment. 

While we cannot conceive a bona fide transaction be- 
tween shipper and consignee that in good faith allows the 
latter a cash discount of 50 per cent to 75 per cent for 
payment in ten to thirty days, yet, supposing that such 
an agreement was actually made, as suggested by our 
correspondent, and the consignee did not pay cash in ten 
or thirty days, would the carrier be liable for only 50 per 
cent or 25 per cent of the invoice price of the lost or 
injured shipment, on the ground that this amount repre- 
sents the actual value of the shipment at place and time 
of shipment? In any event, it is endeavoring to deter- 
mine the value by the particular thing that the consignee 
may do at destination point, or after the shipment has 
left the shipping point, and this is in substance computing 
the value at the destination point, a method that is now 
prohibited by the Carmack and Cummins amendments. 


Discount on Invoice Price on Damaged Goods. 


Missouri.—Question: A, a wholesale groceryman of this 
city, sells B, also of this place, two cases of cigarettes 


for $105 and requests the factory in North Carolina to 


ship direct to B. 

The factory invoice is to A, while their bill of lading 
is to B. The factory allows A a trade discount of 10 
per cent if paid in ten days. A invoices the shipment 
to B at $105. Shipment is lost in transit and B, being 
the consignor as per bill of lading, files claim for $105. 

The carrier now wants B to reduce claim to basis of 
$105 less the 10 per cent discount allowed A, but A re- 
fuses to do so on the grounds that $105 was the price 
of shipment at point of origin, as the railroad would not 
know whether he would take the 10 per cent discount 
or, even if they did know, that he would take it, that it 
would be impossible for him to do so before the receipt 
of the invoice, which would be several days after the 
shipment had been delivered to the carriers, at which 
time it was valued at $105. 

Answer: For a full review of the subject kindly refer 
to our answer to “Massachusetts” above given, as well 
as to our answer to “Iowa,” published on page 1016 of 
the Nov. 23, 1918, issue of The Traffic World. 


Interest on Loss and Damage Claims. 


New York.—Question: Kindly advise through the col- 
umns of The Traffic World relative to interest charges on 
loss and damage claims. We filed a claim more than two 
years ago for loss, but did not mention any interest 
charges at the time. We had the usual trouble in getting 
information. About a month ago we amended our claim 


to include interest at the regular rate, but the carrier 
has declined to pay the interest charge, although they 
state they are now in position to pay for the loss. 
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Have we any recourse, inasmuch as we did not mention 
interest at the time of filing claim? 

Answer: In our answer to “New York,” published on 
page 859 of the April 20, 1918, issue of The Traffic World, 
we said in part: “If the claim for loss or damage is 
settled amicably between the claimant and the carrier, 
without recourse to the courts, then the question of allow- 
ing interest thereon is merely a matter of agreement be- 
tween the parties. If a claim for loss and damage is 
litigated in the courts, and judgment given to the claim- 
ant, it seems to be fairly well settled by the later authori- 
ties that in any action against carriers for loss of or 
injury to goods, interest may be recovered as an element 
of damages. However, New York state decisions do not 
harmonize with each other. In Black vs. Camden, etc., 
Transportation Company, 61 N. Y. 656, it was held that 
whether interest should be allowed on damages for injury 
to property through the negligence of the carrier was a 
matter within the discretion of the jury.” 


Wherever the courts hold that interest is allowed on 
such claims, then, in the adjustment of them out of court, 
the carriers should allow interest from the time when the 
shipment was delivered to consignee, and carrier should 
not make any defense on the ground that the claimant 
failed to ask for interest in his notice of claim, if such 
notice was filed within the time stipulated in the bill of 
lading. 


Measure of Damages in Duplicate Shipment. 


Illinois—Question: Cast iron pipe sold for a certain 
price at time of shipment and arrived at destination with 
several lengths broken, for which we intend to allow 
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salvage as scrap iron at the general market price. Ship- 
ment was replaced at a later date and price had advanced 
$12.30 per net ton. Are we not entitled to settlement of 
claim at price in effect on pipe on date replacement was 
made or are we only entitled to invoice price in effect at 
time original: shipment was made, even though we had to 
replace shipment at a loss account advance in price? If 
you have already given an opinion on a similar case kindly 
advise date of Traffic World same was published in. 

Answer: As this subject has been answered several 
times in these columns, we refer you to our answer to 
“Iowa,” published on page 599 of the March 16, 1918, issue 
of The Traffic World, which answer fully covers your in- 
quiry, and which is as follows: 

“The uniform bill of lading provides that the amount of 
any loss or damage for which the carrier is liable shall 
be computed on the basis of the actual value of the prop- 
erty at the place and time of shipment, and if the invoice 
price is fairly representative of the actual value of the 
property, that would govern. This provision has been up- 
held by the Interstate Commerce Commission in the Cum- 
mins amendment, 30 I. C. C., 693. This provision neces- 
sarily applies to the particular shipment that was dam- 
aged, not to the value of the shipment that was forwarded 
in substitution for the damaged shipment, since the value 
of the latter was no consideration for the stipulation of 
the value in the original contract of shipment, and was 
not in the contemplation of the parties when making the 
same. It therefore follows that the value of the damaged 
shipment at place and time of shipment, and not the value 
of the duplicate shipment, must determine the extent of 
the carrier’s liability for damages.” 





Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1918, by West Publishing Co.) 


| Loss and Damage Decisions | 





CUSTODY AND CONTROL OF GOODS. 


Delivery to Carrier: 

(Sup. Ct. of Ill.) Prior to Carmack amendment, rule 
was that delivery of goods by consignor to common carrier 
for account of consignee had effect of delivery to con- 
signee.—Babbitt et al. vs. Grand Trunk Western Ry. Co., 
120 N. E. Rep. 803. 

Bill of Lading: 

(SSup. Ct. of Ill.) Where bill of lading to order of con- 
signee, issued to consignors, was deposited for collection 
with bank, which, acting as their agent, presented it with 
draft to consignee, draft not being honored and bill of 
lading being returned to bank, consignors were holders 
of bill of lading, entitled under Carmack amendment to 
claim for loss of goods.—Babbitt et al. vs. Grand Trunk 
Western Ry. Co., 120 N. E. Rep. 803. 

Under Carmack amendment, stipulation in bill of lading 
covering interstate shipment, requiring its surrender be- 
fore delivery, is not for sole benefit of carrier, but pro- 
tects lawful holder of bill, so that carrier, who delivers 
without surrender of bill, acts at its peril—lIbid. 


LOSS OF OR INJURY TO GOODS. 


Carmack Amendment: 

(Sup. Ct. of Ill.) By Carmack amendment, requiring 
carrier in interstate transportation to issue bill of lading 
for which it should be liable to holder for loss of property, 
ete., Congress intended to adopt uniform rule, and to 
relieve contracts for interstate transportation from diverse 
regulations by the several states.—Babbitt et al. vs. Grand 
Trunk Western Ry. Co., 120 N. E. Rep. 803. 

Evidence: 

(Sup. Ct. of Ill.) It is a matter of common knowledge 
that order bills of lading are used as pledges to secure 
advances of money.—Babbitt et al. vs. Grand Trunk West- 
ern Ry. Co., 120 N. E. Rep. 803. 

Notice of Loss: 

(Sup. Ct. of Ill.) Object of stipulation in bill of lading 
requiring claim for loss, damage, or delay to be made 
in writing at point of delivery or origin, etc., being to 


secure to carrier reasonable notice of loss or damage, 
should be given a practical construction.—Babbitt et al. 
vs. Grand Trunk Western Ry. Co., 120 N. E. Rep. 803. 


Stipulation of bill of lading covering interstate shipment, 
requiring claim for loss, damage, or delay to be made in 
writing to carrier at point of delivery or of origin within 
four months, etc., was satisfied by claim to freight agent 
of carrier, though not at point of shipment or of origin.— 
Ibid. 

In suit against carrier for misdelivery of shipment, evi- 
dence held to show that notice of claim was filed with 
carrier within time stipulated in bill of lading.—lIbid. 


Where beans were shipped May 3, and arrived at des: 
tination May 6, and were misdelivered without surrender 
of bill of lading, notice of claim on September 1, or even 
on September 26, was “within four months after a rea- 
sonable time for delivery,” as required by the bill of lading. 
—Ibid. 

Claim Department: 

(Sup. Ct. of Ill.) It is matter of common knowledge 
that railroads maintain claim departments, whose duty 
is to investigate claims against the carriers—Babbitt et 
al. vs. Grand Trunk Western Ry. Co., 120 N. E. Rep. 803. 
Misdelivery: 

(Sup. Ct. of Ill.) The liability of a common carrier in 
case of misdelivery is as in case of failure to deliver.— 
Babbitt et al. vs. Grand Trunk Western Ry. Co., 120 N. E. 
Rep. 803. 

CARRIAGE OF LIVE STOCK. 


Time to Sue: 

(Sup. Ct. of Kan.) Under the terms of a live stock con- 
tract with the railway company, the plaintiff shipped a 
load of cattle, traveling with his shipment as caretaker, 
without charge other than that paid for the transportation 
of the cattle, and while on the journey he sustained 
injuries through the negligent operation of the defendant’s 
train. A provision of the contract was that no action 
should be maintained by him against the defendant for the 
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recovery of any damage accruing or arising out of the 
contract of shipment, unless it was brought within six 
months after the occurrence of the loss or damage. In 
an action brought under the contract, more than six 
months after the injury, to recover the damages sustained 
by him, it is held that the stipulation is valid and en- 
forceable, and that it applies to actions to recover for 
injuries to the shipper, as well as actions to recover for 
injury to the stock shipped.—Achen vs. Atchison, T. & 
S. F. Ry. Co., 175 Pac. Rep. 980. 


Contract: 

(Sup. Ct. of Kan.) The fact that there was included 
in the contract a non-enforceable provision releasing the 
defendant from its own negligence, did not destroy the 
entire contract, nor invalidate a provision relating to the 
time within which actions must be brought upon the con- 
tract.—Achen vs. Atchison, T. & S. F. Ry. Co., 175 Pac. 
Rep. 980. 

Quarantine: 

(Ct. of App. of Ky.) In action against carrier for failure 
to transport live stock, defended on ground that trans- 
portation would violate federal quarantine, under act 
March 3, 1905, 1, 2, answer alleging that notice of quar- 
antine should have been given defendant, and that the 
quarantine order was “duly published,” were conclusions, 
and insufficient as allegations that quarantine was estab- 
lished.—Louisville & N. R. Co. vs. Murphy, 206 S. W. Rep. 
268. 

Where a carrier pleads an act of government as an ex- 
cuse for its violation of a contract, it should plead facts 
showing that the act of the government was coercive in 
character, and one which it was required to obey.—Ibid. 
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Notice of Claim: 

(Ct. of App. of Ky.) Stipulation requiring notice of 
claim for damages to earrier’s agent before removal of 
live steck from “place of destination,” or “from place of 
delivery of the same to said shipper,” did not require 
notice, where carrier abandoned contract and returned 
stock to shipper at place of consignment, being applicable 
only where stock is transported to place of destination 
provided by contract, or other place of delivery voluntarily 
selected by shipper.—Louisville & N. R. Co. vs. Murphy 
206 S. W. Rep. 268. 

Charges—Return of Shipment: 

(Ct. of App. of Ky.) A carrier of live stock, abandon- 
ing contract because of federal quarantine order, and 
returning stock to shipper at place of consignment, was 
not entitled to freight charges, under interstate commerce 
act and state law, the services rendered having been of 
no benefit to shipper.—Louisville & N. R. Co. vs. Murphy, 
206 S. W. Rep. 268. 

Damages: 

(Ct. of App. of Ky.) Where carrier was told at time 
of shipment of live stock that shipper was supplied with 
abundant pasturage at place of destination, shipper, upon 
carrier’s abandonment of contract and reshipment of stock 
to place of consignment, could recover as damages dif- 
ference between expenses of feeding and caring for cattle 
at place of consignment, pending subsequent shipment, 
and reasonable value of pasturage which cattle would have 
consumed at place of destination, and reasonable expense 
of caring for cattle at such place during such time, such 
expenses, in view of notice given carrier, having been in 
contemplation of parties.—Louisville & N. R. Co. vs. Mur- 
phy, 206 S. W. Rep. 268. 


ae cz 
Miscellaneous Traffic Decisions 
Cases Recently Decided by State and Federal Courts ~ 
(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1918, by West Publishing Co.) 
* * 


REGULATION OF COMMON CARRIERS. 


Railroad Commission’s Orders: 

(Sup. Ct. of La.) Although by article 285 of the con- 
stitution an appeal fro ma judgment upholding an order 
of the railroad commission is returnable within 10 days 
after the decision of the district court, nevertheless, if 
the judge commits the error of allowing more than 10 
days in his order fixing the return day, the appellant 
should not suffer dismissal of the appeal for the error 
of the judge.—Alexandria & W. Ry. Co. vs. Railroad Com- 
mission of Louisiana, 79 So. Rep. 863. 


Reasonable Rate: 

(Sup. Ct. of La.) To ascertain what constitutes a “just 
and reasonable rate,’ two fundamental principles must be 
considered, the right of the carrier to a fair return on 
its investment and the right of the public to be charged 





no more than reasonable value of the services.—Alexan- 
dria & W. Ry. Co. vs. Railroad Commission of Louisiana, 
79 So. Rep. 863. 

In determining reasonableness of rate fixed by legis- 
lative authority on particular commodity, the proper test 
is not whether as to that commodity the rate gives carrier 
fair compensation after allowing legitimate expenses, but 
whether on its total freight receipts it can earn enough 
over operating expenses to give fair and reasonable profit 
upon its investment.—Ibid. 

Order of railroad commission fixing rate on lumber 
and other commodities taking the rate on lumber at 3 
cents per 100 pounds, limiting maximum loads to 30,000 
pounds between points 11 miles apart on plaintiff’s road, 
allowing a margin of only 22 miles over actual cost of 
transportation, held, on the evidence, unreasonable and 
unjust.—Ibid. 








SIOUX CITY HAY EXCHANGE 


Sioux City, Ia., is being congratulated on having ob- 
tained new joint through rates and the establishment of 
hay plugging inspection tracks and the organization of 
the Sioux City Hay Exchange. Speaking of the matter 
the Price-Current Grain Reporter says: 

“Comment is pertinent in considering the newly formed 
Sioux City Hay Exchange, recently launched with a very 
satisfactory charter membership and plans for the future, 
which forecast a greatly increased business for the mar- 
ket. It is more important, perhaps, to suggest the ad- 
vantage Sioux City now offers country shippers of hay 
and buyers from eastern points, where feeding and dairy 
interests are large. Such trade has been served by other 
markets, but at certain comparatively disadvantages, and 
an outstanding feature of the Sioux City Hay Exchange 
plans is that as the business increases, the volume of 


trade enjoyed by competing hay markets will not neces- 
sarily decline. The growth of the country, at least in 
part, accounts for the present formation of a hay ex- 
change, although the farsightedness and enterprise of the 
Sioux City hay trade is back of the movement and will 
remain there. 

“Full co-operation with members of the Sioux City 
Board of Trade and the Sioux City Traffic Bureau is con- 
templated; and J. P. Haynes, traffic commissioner, is de- 
voting much time to the perfection of traffic facilities, 
following his strenuous labors and success in securing 
the present rate structure which will so positively place 
Sioux City on a direct competitive basis with other west- 
ern hay markets. 

“The new hay rates applicable via Sioux City from ter- 
ritory west of the Missouri River and sections of South 
Dakota east of the Missouri River place this market on 
a through rate basis, with inspection privileges, under 
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the plugging system, on the same transportation basis 
as applies to other Missouri River crossings to all terri- 
tory in Iowa and Illinois, as well as to territory 
east thereof basing on the Mississippi River. For a 
number of years western prairie and alfalfa hays have 
been restricted for merchandising to only a few of the 
Missouri River cities because joint through rates were 
not applicable via Sioux City. Tariffs that are now in 
course of preparation will permit northern Nebraska hay, 
as well as that of the Black Hills district of South Dakota 
and territory, in Wyoming, to move eastward via Sioux 
City, with inspection privileges on a parity with Omaha 
and markets on the Missouri River south thereof. Ter- 
ritory in South Dakota north of the Missouri River has 
heretofore shipped a large share of its hay to the Sioux 
City market for reconsignment beyond; and under the 
new adjustment this hay will be subject to the National 
Hay Association inspection rules under the plugging sys- 
tem. 

“A man who does not have the picture of the country 
in his mind’s eye has only to look at the map of the 
northwest to see what a great opportunity this new rate 
adjustment has given to hay growers and shippers in a 
section of country which is already famous for its hay. 
production, both as to quantity and quality, to get to the 
primary markets by the shortest and most direct routes. 
In addition to hay moving into Sioux City from the north- 
west and west, this market will be in a position to handle 
also northwestern Iowa and southwestern Minnesota hay 
on a better basis, with quicker returns, on proper inspec- 
tion, to the growers. The new routing and rate applica- 
tion via Sioux City gateway will be the advent in this 
growing western city of a much larger hay market, which 
in the near future will have a standing in tonnage and 
demand comparable with other large terminal hay markets 
of the western territory. 

“The Northwestern Railroad has already issued its tariff 
amendment, supplement 12 to its tariff No. 11530-A, effect- 
ive December 12, which provides for additional routing 
of hay via Sioux City having origin at stations Battle 
Creek, Neb., the first station west of Norfolk, to and in- 
cluding Casper, Wyo.; also stations north of Norfolk on 
the Winner line, and all stations in the Black Hills, in- 
cluding stations on the Wyoming & Northwestern and 
W. & M. lines. Other roads are completing printed tariffs 
giving the same advantages.” 


CHRISTMAS MESSAGE TO RAILROAD MEN 


Christmas this year will have a special significance 
to peoples everywhere. For the first time in four 
years the world is at peace and railroadmen can be 
happy in the consciousness that they have contrib- 
uted their full share to this result. I shall always 
remember the splendid way in which they applied 
themselves to the task of running the railroads at 
a time when their efficient operation was absolutely 
fundamental to the winning of the war. I am proud 
to have been associated with them in this great job. 

The railroads have not alone carried the tremen- 
dous burden thrown upon them by the war, but they 
are now in better shape than ever before in our 
history. For the coming winter I have no fear of 
their ability to do the work required of them. 

And now, as I am about to sever my connections 
with the officers and employes of the railroads, I 
want to assure them of my deep regret at being 
forced to take this step. Among’‘the happiest mem- 
ories of my life will be those connected with my 
work as Director-General of Railroad. I shall always 
cherish the friendships I have formed with railroad 
officers and employes, and I take this opportunity 
fo assure them that, although I shall no longer be 
their “boss,” I shall always be their friend. 

(Signed) W. G. McADOO, 
Director-General of Railroads. 
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Help for Traffic Man 


This department is conducted by a traffic man of long experience 
and wide knowledge. In it he will answer questions relating to 
practical traffic problems. We do not desire to take the place of 
the traffic man, but to help him in his work. We reserve the right 
to refuse to answer any questions that we judge it unwise to answer 
or that involve situations that are too complex for the kind of in- 
vestigation contemplated. Questions will be answered as promptly 
as possible. No answers will be given by mail except for a fee. 


Address “Help for Traffic Man,” The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


(RRR TENN RA ARLE I RL SNR RETR AEN RNC AT OTTERS Site emcee. 

Question: The question we desire information on is as 
to the proper method of arriving at increased rates in con- 
nection with the 25 per cent granted under date of June 
25 by the Director-General of Railroads. The Pennsylvania 
Railroad is applying it on the basis of the New York- 
Chicago scale of rates, observing fixed differential rela- 
tions, while the Philadelphia & Reading and Baltimore & 
Ohio lines are disregarding fixed differentials by applying 
a flat 25 per cent increase to the Philadelphia rate basis. 
All three roads, however, have lined up their rates uni- 
formly to transcontinental territory. Therefore, if the 
principle of observing fixed differentials.as applying be- 
tween localities is correct, then the rates via the P. & R. 
and B. & O. to trunk line territory as well as to trans- 
continental territory are out of line, while the Pennsyl- 
vania rates to trunk line territory are correct, but out of 
line to transcontinental territory. Will you be so kind 
as to advise us, through the columns of The Traffic World, 
what your understanding is as to the proper method of 
arriving at these rates? 

Answer: In the December 14 issue of The Traffic World 
considerable space in this column was devoted to a con- 
sideration of various phases of the question of how the 
increased rates established by General Order No. 28 of 
the Director-General of Railroads should be applied to 
the rates as assessed on June 24 of this year. In that 
article it was stated that the method of applying these 
advances with regard to fixed differentials would be later 
considered. 


Section seven of General Order No. 28 provides that, “in 
establishing the freight rates herein ordered, while estab- 
lished rate groupings and fixed differentials are not re- 
quired to be used, their use is desirable if found suitable 
even though certain rates may result which are lower 
or higher than would otherwise obtain.” 


This section refers generally to all advances contained 
in General Order No. 28, but there is another provision 
relating directly to the commodity rates contained in sec- 
tion two of that order which provides that where rates 
from producing points or to destinations have been based 
on fixed differentials in cents per ton, such differentials 
are to be maintained. 


The question as to the application of these various 
advances in rates as related to existing differentials has 
been before the Railroad Administration, and the Director- 
General, under date of August 28, issued Rate Authority 
No. 287, which provided that in applying the increases to 
rates from C. F. A. to eastern territory the established 
differentials were not to be disturbed. Later, and under 
date of November 5 last, the Director-General issued Rate 
Authority No. 2259, which gave similar directions as to 
the construction of the increased rates from eastern into 
C. F. A. territory. Up to the present time, however, the 
Railroad Administration has not ruled upon this question 
as to the construction of the increased rates applying 
to transcontinental traffic. However, following the instruc- 
tions contained in General Order No. 28, as above men- 
tioned, and having in mind also rate authorities 287 and 
2259, dealing with the construction of the increased rates 
as between C. F. A. and eastern territory, it is very rea- 
sonable to conclude that the same principle should be 
applied in constructing the increased rates on transconti- 
nental traffic, that is, that the established and long-fixed 
differentials, and especially the differentials existing on 
June 24 of this year, should be preserved. 


Delivery of L. C. L. Freight to Station. 


Question: G. F. L. asks advice on the following situa- 
tion: Shipper hauls heavy steel castings to freight sta- 
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tion for transportation; can carrier compel shipper to 
place castings om their platform trucks instead of floor 
of platform? 

Answer: The carrier cannot compel a shipper to place 
any goods upon the trucks which are used for carrying 
the articles of commerce from the platform to the cars 
or to warehouse. It is the business of the railway com- 
pany to handle all L. C. L. freight from the station plat- 
form. The platform is built for the purpose of receiving 
such freight and it is only required that the shipper de- 
posit his L. C. L. freight upon the platform and it then 
becomes the duty of the carrier to handle this freight 
from the platform to the car or to the warehouse if 
necessary, for protection. The difference in rates between 
carload and less-than-carload shipments is based partly 
upon the fact that L. C. L. shipments are to be handled 
by the carrier. 

The Application of Minimum Charges. 


Question: A subscriber asks for the proper charge to 
be made upon the L. C. L. shipment of goods with ref- 
erence to the minimum charge provision in General Order 
No. 28, which specifies that no shipment shall be made 
for less than the minimum charge of 50 cents. A concrete 
example is given as follows: “From...... , lll., to Shoals, 
Neb., rates are made on combination with Council Bluffs. 
In the published tariff third class minimum charge is 44 
cents from...... to Council Bluffs, and 44 cents from Coun- 
cil Bluffs to Shoals, Neb. Should the minimum charge 
be 88 cents or $1?” 

Answer: Freight Rate Authority No. 418, issued by Di- 
rector Chambers, under date of July 31 last, provides as 
follows: 

“This rule authorizes such publication in all classifica- 
tions and tariffs of carriers not under federal control as 
will apply the provisions of paragraph A, section 5, of 
General Order No. 28, covering minimum charge on less- 
than-carload shipments to the continuous through haul 
of such shipments regardless of whether the class or com- 
modity rate on which they move is a specific through rate 
from points of origin to destinations, or is made up of 
two or more factors.” Hence it appears that the minimum 
charge is to be applied to the through transportation. 


EXPORT SHIPMENTS. 


In Circular CS-46, Manager Kendall of the Car Service 
’ Section said the section had just been advised. by the 
War Trade Board that it no longer saw any necessity 
for restrictions on shipments for export, and it therefore 
asked the cancellation of Circular CS-34, dated December 
2, together with all conservation lists and instructions 
connected therewith. Manager Kendall said this would 
not, however, in any way affect the regulation of export 
shipments by permits, as referred to in paragraph five of 
Circular CS-34. 


EXPORTS CONTROL REPORT 


The Trafic World Washington Bureau. 


According to the report of the Exports Committee for 
the week ended December 19, made public by Director- 
General McAdoo December 24, the movement of grain and 
grain products intended for consumption overseas, con- 
tinued to a marked degree. At the north Atlantic ports 
elevators are in position to handle all the grain available 
and there is ample vessel tonnage on hand for the removal 
of flour and other foodstuffs. Arrangements have been 
made to unload on the piers a large number of cars which 
it is the intention to keep as a reserve supply, the ships 
to be fed with current arrivals. Sufficient Belgian relief 
steamers arrived to clear approximately 1,000,000 bushels 
of grain, and it is expected that enough vessels will. be 
available to clear about 1,500,000 bushels of grain during 
the coming week. The following is the report: 

Continued progress is being made in disposing of U. S. 
Army freight by placing such as is not required overseas 
in storage and diverting to interior storage the cars that 
are in transit. A lot of motor trucks recently received 
in the east for forwarding abroad were countermanded, 
and these are being ordered into storage at Port Newark. 
About 320 cars will be forwarded to that point. The 
automobile passenger cars, however, will be forwarded 


overseas. 
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Owing to the number of cars account of U. S. Navy 
for the naval base, South Brooklyn, now on hand (about 
450 cars) further shipments have been stopped and ar- 
rangements made to expedite the handling of the cars at 
the naval base by increasing the daily deliveries. 

The U. S. Army will discontinue using Baltimore for 
overseas traffic. Hereafter all such traffic will be han- 
dled by New York and Norfolk. The total receipts and 
deliveries at the north Atlantic ports as of December 17 
were as follows: 





Received Delivered 
(in cars). (in cars). 
Export freight at north Atlantic ports, ex- 
clusive of U. S. Government freight, bulk 
ee ert eee ee 8,424 5,845 
U. S. Government freight on railroad op- 
GI BUND oks sec cccusdcuaacesesees<é 3,882 4,153 
eS a i a aa ha ae 12,306 9,998 


An accumulation of 2,308 cars. 


In accordance with recommendation of an army com- 
mittee, the Director-General has given instructions that 
high explosives now in cars, for which suitable storage 
has not been found, be taken out to sea and dumped. 

The situation as to the allies is as follows: 

British—The airplane lumber is being cleared regularly, 
each available steamer taking some 200 or 300 tons. Many 
of the empty projectiles have been placed in private stor- 
age, but the government is proposing to sell for scrap 
purposes, and arrangements are being made to store them 
on open ground. Orders to reship into private storage 
have been canceled. Ship plates are being unloaded to 
the ground, and other freight that will not go forward 
is being disposed of by sending to storage. 

French—Barbed wire at Boston, B. & M. Terminals, has 
been ordered to private storage at Wakefield, Mass. No 
definite instructions have been given regarding 13 cars 
of wire rods or 144 cars of linters at B. & M. Terminals 
at Boston. Barbed wire at New York is being ordered 
to Newton Creek (Brooklyn, N. Y.) for storage, but the 
release of lighters is very slow, owing to insufficnent fa- 
cilities at the Newton Creek storage yard. Wire at Phila- 
delphia is being reshipped to Newcastle, Del., for storage. 
At Baltimore it is being ordered into storage on Canton 
railroad tracks. No orders have as yet been given for the 
lime and alcohol, but it is understood they will be placed 
in storage on Canton railroad tracks. Lumber at Jersey 
City is being placed on ground storage and cars will be 
released at the rate of 20 to 25 per day, as more labor 
is available. ULumber at Baltimore is being placed in 
storage. 

French Explosives—Definite arrangements have been 
made to return all of this material to the works, and 
the entire situation will be cleared up within the next 
few days. 

Italians—Barbed wire at Baltimore is now being placed 
in storage at U. S. Army Depot, Curtis Bay. Handling 
has been slow, due to the fact that each roll has to be 
dipped in oil before placing on ground. 

Commission for Relief of Beligum—Provisions on hand 
for the Belgian Relief amount to 282 cars. Steamer is at 
Erie Terminals taking cargo for Belgian Relief. 

Total provisions on hand amount to 802 cars. Clearance 
of provisions, account French government, was delayed 
somewhat, owing to necessity for sending one of their 
boats to dry dock for repairs. A British steamer will 
probably be allocated to clean up balance on hand. 

Frozen beef on hand amounts to 68 cars. 


The 4,000 tons of eggs, for British Ministry of Shipping, 
referred to last week, will be handled via the N. Y. C. 
Railroad for delivery to steamers in heated lighters. 


Commercial Export Freight—An increase in the number 
of vessels allocated to various lines by the Shipping Board 
has enabled the securing of orders on a considerable 
quantity of commercial export freight. The British Min- 
istry of Shipping has released for commercial purposes 
10 per cent of space on liners. This space, added to the 
tramp tonnage released for commercial purposes, will 
aggregate 150,000 tons. A great increase in applications 
for railroad shipping permits have been filed, covering 
principally freight for export to South America, South 
Africa, Australia and the Orient. 

The reported release of ocean tonnage by the War De- 
partment will not be available for commercial purposes for 
some time yet. The co-operation of the U. S. Shipping 
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Board is being enlisted to supply the needs of commercial 
exporters. 

Food Administration Program—The Food Administration 
vessel program at the various ports is as follows, for 
grain and grain products: 

















Phil- 
Boston. New York. adelphia. 

ON TEE TT COT COTTE 36,47 54, 51, 
In sight, due next 10 days..... 18,550 122,300 20,800 
Addition for balance December ...... 23,100 2,400 
NE o's crn dia anleteea-oemewaetake 55,020 200,074 74,689 

Newport 

Baltimore. News. Total. 
Ee ea, eT 50,607 5,800 199,040 
In sight, due next 10 days..... r,t Ser 181,850 
Addition for balance December ...... =—=—_—s wavuee 25,500 
NR, oot cicaatawkuccsaen ens 70,807 5,800 406,390 


The volume of flour and other grain products in sight 


is as follows: 
Additional cars 


On hand estimated 

in cars as under per- 

and on piers. mit to arrive.* 

PED. (5 disles 5a pluuneies emebe decease esis 137 1,167 
I 8 oe argo ae Clg ce aletarataly te wales 2,142 3,495 
SS ere Cr erro ee 559 2,319 
EE OO LOTT Oe 404 2,167 
NIE NIN. ccs o-e a's ae Gen Siew ose ser 134 157 
SI Giz ca a Digs SR AG ena eosin Cote aoe Re 105 149 
NE Soci Sone dee eens Seeee oeesenaceeee 3,481 9,454 





*Exclusive of War Department transportation orders. 


North Atlantic Ports: 

Boston—Labor troubles at B. & M. Terminals have re- 
tarded the delivery to ships during the past week. They 
have since been adjusted. There are 580 cars of billets 
being unloaded to ground storage; 124 cars of bar iron 
account British at B. & A. terminals will be unloaded to 
ground. 

New York—In addition to Belgian Relief ships loading 
grain at railroad terminals, vessel is docked at D., L. & 
W. Terminal for loading cargo of flour and oats. Vessel 
will also dock at Central Railroad Terminals to take on 
cargo of cement. 

Philadelphia—Flour, provisions, auto trucks and steel 
(account Italians) will go forward on steamers now in 
port and arriving. There is a large ocean shipping ton- 
nage now available. 

Baltimore—Recent arrivals of French billets which are 
to go on American transports will commence moving at 
the rate of about 500 to 1,000 tons per vessel. 

Newport News—One sailing vessel now loading angles 
account French government. U.S. Army will discontinue 
use of Newport News on overseas traffic as soon as pres- 
ent accumulation is cleaned up. C. & O. road conditions 
will, it is expected, very shortly warrant the handling of 
considerable export traffic and grain as heretofore via 
Newport News. 

Norfolk—French steamer now loading will take 17 cars 
of structural steel, part lot of 1,700 tons under permit for 
French account. 

Southern Ports (as of December 13): 

With the storage of approximately 200,000 tons of im- 
ported nitrates for account of U. S. government at south- 
ern ports, and with a more active movement of flour and 
grain for export, together with a more liberal allocation 
of ocean tonnage, these ports are now showing increased 
activity in overseas movement, which activity should fur- 
ther increase during the winter months. 

Announcement has been made of the organization of 
the South Atlantic Maritime Corporation, for the purpose 
of supplying steamship service from south Atlantic ports, 
Wilmington to Jacksonville, inclusive, to the West Indies, 
Central and South America. 

The U. S. army and naval base at Charleston, S. C., 
now nearing completion, will be used as a debarkation 
port. 

A Gulf port foreign trade convention will be held in 
New Orleans, Jan. 13-14, 1919. 

During the week the Southern Export Committee issued 
permits covering a total of 2,237 cars of grain, cotton and 
iron and steel articles for movement from interior points 
io the ports of Galveston, Texas City, Port Arthur, New 
Orleans, Mobile and Savannah. This does not represent 
the total movement of export freight through southern 
ports, as it has been found necessary to subject to permit 
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control only a limited number of commodities in order 
to satisfactorily regulate the movement as a whole. 

Wilmington and Charleston—At Wilmington and Charles- 
ton there has been no movement of export traffic. 

Savannah—Seven ships cleared during the week with 
European cargoes, largely cotton, and several additional 
cargoes are being assembled with the understanding that 
ample ocean tonnage has been allccated. 

Brunswick—One steamer cleared during the week for 
account of the British, which had the effect of temporarily 
reducing accumulation of export freight, but they are now 
engaged in assemlbling another cargo consisting of cotton, 
flour, etc. 

Fernandina—There has been no export movement except 
phosphate rock. 

Jacksonville—One ship cleared during the week with 
British cargo, and one additional cargo consisting of flour 
and other commodities is being accumulated. 

Pensacola—There has been no movement of export traf- 
fic. However, one ship has been allocated to Pensacola, 
due December 25, for Japanese cargo. 

Mobile—Several steamers cleared for Cuba, one for 
South America, and one for Europe during the week, and 
the situation in general is easy. One steamer is in port 
taking on European cargo (largely cotton) and two addi- 
tional steamers are overdue. The steamer Sacramento 
will berth about December 26 for South American cargo. 

Gulfport—No export movement. 

New Orleans—Only six steamers cleared during the 
week with European cargo, but the allocations for re- 
mainder of the month would seem ample to remove from 
the terminals all active export traffic, as well as take care 
of such freight as is en route to the port. 


Galveston—The ocean tonnage in port, combined with 
that allocated for the remainder of the month, is ample 
to take care of the active export freight on hand at the 
port, as well as that now en route. Six cars of billets 
were loaded during the week for account of the French 
government, being a part of thé movement ordered re- 
shipped from Galveston to New Orleans some time ago, 
leaving on the wharf 109 cars yet to move. 


Grain and Products Situation. 


For the week ended December 12 the situation at the 
various ports was easy, the stock in elevators and amounts 
cleared during the week being as follows: 


Per- 

Stock, Cleared, centage 

tons. tons. lifted. 

North Atlantic ports .......... 270,622 171,812 63.4 
RE IEEE 8 kicks occuesa bans cose 208,514 27,312 13.0 


At the Gulf ports the stocks on hand are still continued 
at a higher percentage of their capacity, due to less clear- 
ance. The vessel allocations for the remainder of the 
month should meet this situation. At Galveston there are 
seven vessels in port taking on cargoes, including 371,000 
bushels of grain. At Texas City the stock in the elevator 
is 86 per cent of its normal capacity, with no vessels in 
sight. At Port Arthur one vessel is in port, with grain 
allocation of 295,000 bushels. 


At New Orleans three ships are in port, with grain 
allocations of 400,000 bushels, and eight ships are over- 
due with grain allocations of 1,440,000 bushels. There is 
an excess accumulation of loads on wheels at New Orleans 
account of the Food Administration, brought about largely 
by the movement of rice and flour to Belgium. Three 
steamers are due in port this week, with total rice allo- 
cations of 45,000 tons, and a large quantity of flour will 
also be transferred from cars direct to steamers, which 
will relieve the situation. 


Pacific Coast Situation. 


The situation in the Puget Sound district indicates an 
additional accumulation in the past week of 333 cars, 
while the situation in the San Francisco district has im- 
proved to the extent of 22 cars. 


ROADS SIGN CONTRACTS. 


The Northern Pacific signed a contract with the Rail- 
road Association December 20. It calls for a rental of $30,- 
130,068. The contract includes the subsidiary lines. 

A contract signed with the Richmond, Fredericksburg 
& Potomac calls for $17,137,373. 
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LAKE TERMINAL ORDERS AMENDED 


The Trafic World Washington Bureau. 


The Commission has eliminated from its order in No. 
8406, and sub-numbers thereunder, the parts forbidding 
trunk lines to pay allowances or divisions to the lake ter- 
minal road. This brings the orders in those cases into 
conformity with the decision of the court at Cleveland that 
the Commission had not given notice of its intention to 
determine the amount, if any, of allowance or division to 
that steel corporation road. 

The order in these cases—National Tube Co. et al. vs. 
Lake Terminal R. R. Co. et al.—is as follows: 

“These cases being under consideration and it appear- 
ing that the District Court of the United States for the 
Northern District of Ohio, Eastern Division, in the suit 
entitled The National Tube Company et al. vs. the United 
States, Interstate Commerce Commission et al., by its 
opinion filed Dec. 13, 1918, found that: 


* * * we are not satisfied that plaintiffs understood, or had 
reason to understand, that the question of future allowances 
was to be determined in the reparation proceeding. * * * 


“And thereupon the court ordered: 


* * * that so much of the order of the Interstate Com- 
merce Commission dated June 11, 1918, as requires the Trunk 
Line carriers defendant herein to cease and desist, on or before 
Aug. 15, 1918 (effective date since extended to Dec. 15, 1918) and 
thereafter to abstain from making any allowances or divisions 
of tariffs or rates to plaintiff, the Lake Terminals Railroad Com- 
pany, for or on account of the services to the plaintiffs, National 
Tube Company and Carnegie Steel Company, respectively, 
described in the report of said Commission, on which its said 
order is based, be and is hereby suspended and its enforcement 
wholly restrained during the pendency of this suit or until 
further order of the court. 

“Now, therefore, in consideration of the findings of said 
court that due notice was not given said plaintiffs of the 
hearing by this Commission as to future allowances, 

“It is ordered, That that paragraph of the said order 
of this Commission in the above-entitled cases, dated 


June 11, 1918, reading as follows: 


It is Ordered, That defendants, the Baltimore & Ohio R. R 
Co., the Lorain, Ashland & Southern R. R. Co., the New York 
Central R. R. Co., the Lorain & West Virginia Ry. Co., the 
Wheeling & Lake Erie R. R. Co. and W. M. Duncan, receiver, 
and the New York, Chicago & St. Louis R. R. Co. be, and they 
are hereby notified and required to cease and desist, on cr 
before Aug. 15, 1918 (effective date since extended to Dec. <5, 
1918) and thereafter to abstain from making any allowances or 
divisions to the Lake Terminal R. R. Co. in respect to or for 
the plant service described in said report. 


“Also the last paragraph of said order continuing the 
same in force for a period of not less than two years, be, 
and the same are hereby, vacated and set aside.” 


WAR USE OF EQUIPMENT 
The Trafic World Washington Bureau. 


As demonstrating the drain on the passenger and freight 
equipment of the nation during the war, Director-General 
McAdoo December 21 made public figures showing the 
movement of troops from the time the government took 
control of the railroads on January 1, 1918, to November 
10 of the same year. 

The report shows that during this period there were 
transported over the various government controlled roads 
6,496,150 troops, and that a total of 193,002 cars were used 
for such movement. 

Of the 6,496,150 men moved over the railroads from Jan- 
uary 1 to November 10, 1918, 1,785,342 were drafted men 
carried from their homes, 671,890 traveled on regular 
trains, while 4,038,918 journeyed on special trains provided 
for the purpose. 

From May, 1917, to November 10, 1918, there was a total 
of 8,714,582 troops moved over the railroads, divided as 
follows: 

Drafted men from their homes, 2,287,926; on regular 
trains, 1,380,564; on special troop trains, 5,046,092. 

It is estimated that approximately 400,000 men. will be 
moved during the month of December, 1918, consisting of 
discharged soldiers and sailors, and miscellaneous move- 
ments between various points in the country of troops re- 
maining in the service. 

According to the figures made public by the Director- 
General the maximum number of men handled in one 
month was 1,147,013 in July, 1918. 
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The equipment furnished in 1918 was divided as fol- 
Ows: f 

Standard and tourist sleeping cars and coaches, 167,232; 
baggage and express cars, 12,201; freight cars for special 
troop trains, 13,569. 

From May, 1917, to November 10, 1918, the total equip- 
ment amounted to 245,529 cars, consisting of 206,169 stand- 
ard and tourist sleeping cars; 16,285 baggage and express 
cars and 23,075 freight cars for special troop trains. 

The total number of troop trains operated from May, 
1917, to November 10, 1918, was 16,535, while the number 
of trains of the same class operated for the year 1918 
amounted to 12,897. 


The Railroad Administration is acting in co-operation 
with the general staff of the army in shaping plans for 
moving troops from the seaboard, returning from abroad. 
Present arrivals are being taken care of from day to day 
as the necessities demand under the existing machinery 
and plans of the Troop Movement Section of the Railroad 
Administration. 

The figures show that each troop train carried an aver- 
age of 12.2 cars, the distance handled being 854.6 miles, 
the number of miles per hour being 20, while the number 
of men carried per train amounted to 443.4. 


The number of men handled in Pullman cars from Janu- 
ary 1 to November 10, 1918, was 1,868,210, while those 
traveling on coaches totaled 4,627,940. 

The number of men transferred from New York to the 
various ports for the same period amounted to 1,904,014. 

A survey made as of November 1, 1918, showed that 
26,073 cars had been assigned to camp and industrial serv- 
ice, to regular train service, to protect regular trains and 
to shops. 

The Director-General calls attention to the fact that the 
creation of the army and the sending of approximately 
2,000,000 men to ports of embarkation involved the trans- 
portation of upwards of 8,700,000 men. It is estimated 
that to demobilize these troops will involve the transporta- 
tion of not less than 7,250,000. Methods for handling this 
number of troops to the best advantage are being worked 
out by the Railroad Administration in co-operation with 
the general staff. While the problems are new and cannot 
be dealt with upon any precedent, it is not anticipated that 
any insurmountable difficulty will be encountered. 

At the peak of the activities incident to the prosecution 
of the war, it was necessary to provide for the daily move- 
ment to and from industrial plants and camps of 205,587 
persons in each direction. To perform this service 2,319 
passenger equipment cars were in use daily. 


THE MILEAGE SCALES 
The Trafic World Washington Bureau. 


The impression that the mileage class scales devised by 
Director Chambers and his assistants may never be set 
down by the Commission for hearings is becoming almost 
a conviction. It is now over two months since they were 
submitted to the Commission and more than a month 
since the Commission has communicated with Director- 
General McAdoo on the subject. 

No official communication, such as the Commission made 
to the Director-General on the subject of express rates, 
has ever been given to Mr. McAdoo. A letter to him, 
written by Chairman Daniels November 19, and author- 
ized, December 21, to be published, shows the thought that 
appears to be controlling the commissioners now. The 
letter is as follows: 

“Your letters of October 23, asking the Commission to 
institute an investigation into the propriety of proposed 
standard scales of class rates for western and southern 
territory, were acknowledged on October 29. 


“T am directed by the Commission to say that in this, as 
in other matters presented by you, we are glad to co- 
operate to the fullest extent and to give the maximum 
of appropriate and possible assistance. 

“These proposed rate scales were distributed by you 
generally to state commissions and others interested with 
a request that they be studied carefully and that criticisms 
thereof or suggestions relative thereto be freely offered. 
We have received, through your office and directly, some 
objections to the introduction of such scales of rates al 
this time which do not attempt to discuss any of the 
rates in detail, but are based upon the expressed con- 
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viction that, in view of the great disturbances in com- 
mercial conditions which have been wrought by the war 
and by rate changes heretofore made, as well as the un- 
certainties of the future in post-bellum conditions, it is 
inopportune to now undertake so great a change in the 
class rates of such a large territory. We have been 
advised of the resolution on this subject adopted by the 
National Asscciation of Railway and Utilities Commis- 
sioners in convention at Washington on the 13th instant. 

“The substitution of distance as a basis for the class 
rate scales in these territories would generally and ma- 
terially alter the long-existing relationship of rates to and 
from competing places. A thorough investigation, at 
which all interested or affected parties are given oppor- 
tunity to be heard, will be one of great magnitude, involv- 
ing infinite complications and conflicts of interests and 
will necessarily occupy a long period of time. 

“In view of the fact that interested or affected parties 
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were invited to study the proposal and to present sug- 
gestions relative thereto or criticisms thereof, we have 
not thought it wise to enter an order instituting a formal 
investigation or to consider dates for hearings therein. 
We have assumed that expressions such as have been 
referred to would be received from interested and affected 
communities and interests and we anticipate that expres- 
sions will be received from others affected or interested. 

“It may be that as a result of the preliminary canvass 
of the situation we will find it appropriate to offer some 
advice as to the course that the investigation shall fol- 
low, some possible limitations thereon, and points that it 
may be desirable to clear up before investigation is be- 
gun. The purpose of this communication is primarily to 
advise you that the Commission is giving the matter con- 
sideration and to suggest to you the reasons which have 
prompted us to refrain from immediately entering an order 
of investigation and arranging for hearings therein.” 








Automobile Express Line 











The twelve-mile stretch between Newark, N. J., and New 
York City has been bridged by an express line running on 
an hourly schedule (daily). All kinds of merchandise are 
handled, but leather seems to be a specialty, the line 
handling this product for about 400 concerns. The Lud- 
deke Express Company was organized in 1903 and its 
business soon grew too big for teams. Its first truck, 
a 2-ton Federal, was purchased in 1915. Now seven Fed- 
erals maintain the Newark-New York service and take 


care of local hauling. Seventeen horses were formerly 
required to handle the business. The New York trip is 
made in 1% hours each way and return loads are always 
obtained. Mr. Luddeke figures his trucks cost $17.50 a 
day, including drivers’ and helpers’ wages. Because of 
the embargos placed by the railroads entering Newark, 
the company has extended its business to other cities by 
hauling merchandise to New York, where it is transferred 
to railroads going west. 





INDUSTRY TRACKS 


The Trafic World Washington Bureau. 


In an interpretation (circular No. 146) of supplement 
No. 1-to General Order No. 15; relating to the construction 
of connections with private sidetracks, Assistant Director- 
General Hines, it is believed, has practically rescinded that 
general order. That is accomplished by laying down a 
Tule that the federal manager may enter into a contract 
for such connection if he believes that for the first two 
years after the connection is made, the average monthly 
business will afford a gross revenue, to all railroads under 
federal control, equal to 15 per cent of the cost of making 
the connection. That is to say, if the connection costs 
206, which is believed to be a liberal allowance, the gross 


revenue accruing on the business offered must be equal to 
$30 per month. One carload usually produces a gross 
revenue greater than that. 

Even if the business offered were all subject to the mini- 
mum per car of $15, only two cars would have to be offered 
to meet the condition laid down by Mr. Hines. Even if the 
fifteen per cent rule were not laid upon the federal man- 
agers, there is reason to believe the interpretation would 
have the effect of seriously modifying, if not wholly abro- 
gating, the general order. That part of the order, seri- 
ously modifying, if not abrogating, the rule is as foilows: 

“While supplement No. 1 expresses no reservation, it is 
to be understood that in cases where a shipper claims that 
under federal or state law he is entitled to a track on 
other terms, his claim shall be considered and transmitted 
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through the regional director to the Director of Division 
of Public Service and Accounting for his consideration.” 

The eighteenth paragraph of the first section of the act 
to regulate commerce makes it the duty of all common 
carriers to make switch connections “where such connec- 
tion is reasonably practicable and can be put in with 
safety and will furnish sufficient business to justify the 
construction and maintenance of the same.” The shipper, 
in the first instance, is the judge of the sufficiency of the 
amount of business and the safety. If he desires he may 
build himself a sidetrack and then call on the carrier to 
make the connection. If it fails or refuses, then it be- 
comes a question for the Commission and the exercise of 
its power to make orders requiring connection. It is within 
the Commission’s duty and power to make the order so as 
to provide “reasonable compensation therefor.” 


Such orders have been made by the Commission, though, 
as a rule, the carriers have been so anxious to obtain the 
business of a shipper willing to pay the cost of laying a 
sidetrack that there has been few disputes about either the 
sufficiency of the business offered or the safety of operation 
as affected by the proposed connection. 


The rest of the interpretation is as follows: 


“In connection with supplement No. 1 to General Order 
No. 15, providing in substance that where in the judgment 
of the federal manager an industry track ought to be con- 
structed, but the révenue to be derived therefrom by the 
Railroad Administration will not justify the payment by 
the railroad of the cost of the track from the switch point 
to the clearance point, an agreement may be made for the 
payment of the entire expense by the industry with pro- 
vision for partial refund, it is felt that circumstances differ 
so greatly that a rigid rule cannot be laid down to control 
the judgment of the federal manager as to the cases which 
will justify a contract in accordance with the original 
terms of General Order No. 15, and therefore no such spe- 
cific rule has been embodied in the supplement. 


“For your information and that of the federal managers, 
I would advise that it will be considered reasonable to 
enter into a contract under the original terms of General 
Order No. 15 whereby the railroad will pay at the outset 
for the cost of that part of the track between the switch 
point and the clearance point when the federal manager 
believes that for the first two years after beginning opera- 
tion of the track the average monthly gross revenue ac- 
cruing to all railroads under federal control on business 
to and from the industry will be equal to 15 per cent of 
the expense assumed by the Director-General for the con- 


HOLIDAY TRAVEL 
The Trafic World Washington Bureau. 


A press notice by the Director-General, made public De- 
cember 24, says: 


“The holiday travel for 1918 is much ahead of 1917, being 
greatly increased by the soldier and sailor business on 
furlough and discharged from the service. Special efforts 
were made this year to handle it promptly and without 
congestion. The sleeping and coach equipment was dis- 
tributed to the best advantage. More of it was supplied 
than last year, and more trains are being operated. 
Weather conditions have made it possible to keep trains 
generally on time. No unusual congestion or complaints 
are reported in any territory. Reports today from New 
York, Boston, Philadelphia, Chicago and Washington indi- 
cate the soldier business was very generally ticketed at 
camps where ample ticket forces were provided and so 
did not add to the crowds of travelers at large centers. 

“As typical of the business and steps taken to care for 
it, the sales at the Grand Central Station in New York on 
Saturday were $73,000. The next largest sales reported on 
any one day were before Labor Day, when they were 
$65,000. The number of extra sleeping cars put in service 
out of the Grand Central Station December 21 to 24 this 
year were 280; in 1917, 67; in 1916, 172. On Saturday, 
December 21, there were 82 extra sleepers in service, which 
is more than the number of extra sleepers in service for 
four days in 1917, including December 21. The conditions 
in the Pennsylvania terminals in New York and Philadel- 
phia were the same as at the Grand Central. The amount 


of ticket sales from December 20 to 22 were 70 per cent 
above a year ago, namely, $175,000, as against $104,000. At 
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Philadelphia the increase was but 20 per cent; at Pitts- 
burgh there was a slight decrease. 

“The conditions at Washington were probably more ex- 
treme this year than at any other city. For the six days 
ending December 21, the total sales at the Union Station 
were $328,000, compared with $180,000 in 1917. The num- 
ber of passengers was 49,000, as against 34,000 in 1917. 
The sales at the Consolidated Ticket Office for the same 
period this year were $237,000 and the number of passen- 
gers 27,000. 

“In the matter of coaches, there were 2,517 used this 
year, as against 1,953 a year ago, or an increase of 564. 
In the matter of sleepers and parlor cars there were 1,384 
used this year, as against 923 a year ago. The advantage 
of advanced buying was freely advertised and responded 
to, and there were comparatively few cases where the ac- 
commodations desired could not be secured. One Consoli- 
dated Ticket Office in New York was kept open Sunday, 
and others kept open until a reasonable hour in the even- 
ing. This practice was followed generally and there was 
none of the crowd and rush before ticket windows in the 
last few days before Christmas, the public accepting the 
conditions cheerfully and helping the railroad employes to 
avoid confusion and preserve order. 

“Extra precautions were taken in the matter of han- 
dling mail, express and baggage, and the results are gen- 
erally reported better than last year and in some territories 
for several years past, there being practically no conges- 
tion or delays in the large centers.” 


EMBARGOES ON HOGS 


The Trafic World Washington Bureau. 


A different plan for embargcing the shipment of hogs 
to big markets was put into effect December 23, under 
telegraphic orders from the Car Service Section of the 
Railroad Administraticn, acting on the suggestions re- 
ceived frem the stabilization committee of the Food Ad- 
ministration. That bcdy is trying to ccntrol the flow of 
hogs to market so as to prevent congestion at one market 
and a scarcity at others. It began that attempt at con- 
trol just before the armistice was signed, by means of 
individual line embargoes. The new scheme, outlined in 
the following message, contemplates embargoes by regional 
directors: 

“Effective December 23, because of arrivals of hogs at 
markets specified faster than there is ability to handle 
through the stock yards, embargo is placed on all ship- 
ments of hogs to or through markets (insert name, as, for 
instance, Chicago, Cincinnati or Cleveland). To regulate 
the movement, avoiding congestion and the prevention of 
loss, further shipments may only be made subject to fol- 
lowing provisions: Stabilization committee of the Food 
Administration will determine the number of carloads of 
hogs on single-deck car basis which can be absorbed by 
each market daily. This information will be transmitted 
through the transportation department of the Food Admin- 
istration at Washington, the Car Service Section, and 
regional directors to the terminal manager or other party 
as may be designated by the regional director at each 
market affected. The terminal manager at each point 
shall allocate as between various roads serving individual 
markets, including receipts from connecting lines, the 
number of carloads of hogs which may be received daily 
and so advise transportation officers of such lines. Such 
per centage of allocation shall be on the basis of past 
performance. The transportation officer will allocate the 
car supply within his jurisdiction on basis of order re- 
ceived and known ability of shippers to load and ship. 
Such records shall be kept as to make available at all 
times information as to orders for cars, car supply and 
orders filled.” 


REVOCATION OF RESTRICTIONS. 


The War Industries Board, Priorities Division, in cir- 
cular No. 60, says: 

“Effective January 1, 1919, all the rules, regulations and 
directions of every nature whatsoever, issued by the Prior- 
ities Division of the War Industries Board, are hereby 
canceled, and all pledges heretofore made on the sugges 
tion or request of the said Priorities Division are hereby 
revoked.” 


Vol. XXII, No. 26 





Dece 


UN] 


Edito: 
In 
Nove! 
South 
by the 
to De 
no de 
after 
> 
posing 
mY 
recoré 
and ir 
A 0 
is the 
tween 
and tk 
the ac 
reason 
The 
trollin 
southe 
ity; in 
to the 
tion o 
effect 
in the 
Now 
in the 
road ii 
the ra 
shippe! 
Georgi 
Kentuc 
from o 
Sure 
to cor! 
say, ak 
be don 
eral sy 
railreai 
sonable 
It is 
of stat 
long pr 
our frie 


Mem, 


D 


Editor | 

In a 
and lesz 
been m 
Judge | 
Suit ag; 
delay of 
son for 
car (F" 
Cushing 
thence . 
held by 
to April 
able tim 
suffered 
service 





we 
' 


‘(oo vO 


CCOOnT Tad rn NM 


ir- 


id 
yr 
by 


ny 


December 28, 1918 


THE TRAFFIC WORLD 


The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of 
Transportation Questions of Interest to Traffic Men Who Keep in Touch 
With the Times—Contributions are Welcomed 


UNIFORM SCALE, STATE AND INTER- 
STATE 


Editor The Traffic World 

In regard to the publication in The Traffic World of 
November 16, purporting to represent the position of the 
Southern Traffic League on the “mileage scale proposed 
by the Railroad Administration,” I wish to state that, prior 
to December 10, the Southern Traffic League had made 
no declaration whatever on that subject, and on this date, 
after discussion, the following resolution was passed: 

“That the Southern Traffic League go on record as op- 
posing the proposed mileage scale.” 

It was expressly agreed that the League would not 
record itself as opposed to the unification of interstate 
and intrastate rates on a fair and reasonable basis. 

A mileage scale for local application, in my judgment, 
is the only basis on which the present inequalities be- 
tween state and interstate freight rates can be remedied 
and the various competing markets put upon a parity, and 
the acceptability of such a scale should depend upon the 
reasonableness of the rates composing the scale. 

The factors mentioned in the article referred to as con- 
trolling are, generally speaking, similar in the several 
southern states and need not interfere with rate uniform- 
ity; indeed, I think no reasonable objection can be made 
to the unification of these rates, nor is there any justifica- 
tion of continuing the numerous and varying scales in 
effect on the several lines of railroads of the same class 
in the south. 

Now we not only have different scales on different roads 
in the same territory, but scales differing on the same 
road in the several states, according to the demands of 
the rate-making authority of these states; one scale for 
shippers in Arkansas, Louisiana, Mississippi, Alabama, 
Georgia, South Carolina, North Carolina, Tennessee and 
Kentucky, and a differing and higher scale for shippers 
from one state to another. 

Surely the obligation is clearly upon the Administration 
to correct these inequalities, discriminations and, I may 
say, absurdities, and, as stated, we believe this can best 
be done by the application within the states, on the sev- 
eral systems of railroads, and between the states on these 
railreads, a uniform system of rates made upon a rea- 
sonable basis to both shippers and carriers. 

It is noticeable that the great “howl” against uniformity 
of state and interstate rates comes from those who have 
long profited by walls of discriminative state-made rates— 
our friend, Taylor, at Pine Bluff, Ark., for instance. 

Jas. S. Davant, 
Commissioner, Memphis Freight Bureau. 
Memphis, Tenn., Dec. 18, 1918. 


DETENTION OF PRIVATE CAR 


Editor The Traffic World 

In a case which may be of great moment to owners 
and lezsees of tank cars an award of damages has just 
been made to Anderson & Gustafson of Chicago, before 
Judge Hayes in the Municipal Court of that city in a 
suit against the Michigan Central for the unreasonable 
delay of an empty tank car leased by Anderson & Gustaf- 
son for the transportation of petroleum products. The 
car (FTX 3091) was ordered returned from Detroit to 
Cushing in March, 1917, via Michigan Central to Joliet, 
thence A., T. & S. F. to Cushing. However, the car was 
held by the Michigan Central at Joliet from March 22 
to April 10, considered by the complainant an unreason- 
able time, and on which basis suit was filed for damages 
suffered by reason of the car having been out of their 
Service during the time of the delay. 


The point involved was whether or not the carriers, by 
reason of the fact that they paid mileage on private cars, 
were relieved of responsibility for damages arising through 
their negligence in handling of empty private cars. The 
carriers steadfastly maintained that they were not author- 
ized to entertain claims of shippers for delay to or mis- 
handling of private equipment for the reason that there 
was no tariff authority therefor. On the other hand, the 
complainants have steadfastly maintained that the matter 
of damages resulting from negligence of carriers was not 
within the province of the Interstate Commerce Commis- 
sion and therefore not a matter of tariffs. The complain- 
ants insisted that the Congress never intended to take 
from the owners or lessees of private equipment their 
property rights, and that the right therefore rested with 
said owners or lessees to sue in any court for recovery 
of damages or losses due to the unreasonable delay or 
mishandling of their equipment. 

As to the carriers’ plea of the payment of mileage, it 
is obvious that cars must move to earn this mileage and, 
conversely, if they do not move, the mileage is not earned, 
and reasoning thus the question of damages for delay 
immediately arises. 

The court refused to take the case from the jury upon 
the plea of the carrier that the case was under the juris- 
diction of the Interstate Commerce Commission, and 
agreed with the attorneys for the complainants that the 
case was one of decision under’ the common law, and 
practically instructed the jury to find upon the facts as 
brought forth by the evidence. On this basis judgment 
was rendered in favor of the complainants and a motion 
for a new trial denied. Carriers have given notice of 
their intention to appeal the case to the appellate courts 
and, in fact, to carry it to the court of last resort, because 
it is a case which has never been decided before and 
involves principles which must be determined sooner or 
later. 

For years the owners and lessees of tank cars have 
had to suffer great losses arising through the delay and 
mishandling of their equipment, and this without recourse 
because of the mileage allowance camouflage. The com- 
plainants in this case have never subscribed to the theory 
that owners and lessees of tank cars should be refused . 
the right to enter court and plead their cause under the 
common law and sue for damages. There is nothing in 
the law or any court decision which takes from shippers 
this right. 

The fact that carriers refused to sign bills of lading 
for an empty car does not relieve them from responsibility 
for the property of others while in their (the carriers) 
possession and, while the mileage allowance has evidently 
been handed to private car owners as some recompense, 
it is of no avail when the cars are not moved. 

That the Interstate Commerce Commission did not con- 
sider it had jurisdiction in cases of this nature is evi- 
denced from the decision in the case known as J. C. 
Blume & Co. vs. Wells Fargo & Co., Book 15, I. C. C., 53, 
decided Jan. 7, 1909, in which it was held that the prompt 
and safe carriage of goods is an obligation under the 
common law and not under the act to regulate commerce. 
This decision has never been reversed. 


The complainants were firm in their belief that carriers 
should not be permitted to exercise discretion as to the 
manner of and time in handling empty private equipment. 
They contended that private cars had a value, but that 
their value lay in the movement of commodities, and 
that when the owners or lessees were denied the privilege 
of using their cars, there must be resulting damage and 
that the persons responsible therefor should be held to 
account. 

Whichever way the case is decided the importance of 
the principle involved is recognized and if perchance it 





is decided that owners and lessees of this private equip- 
ment are not entitled to damages for delay thereof while 
cn carriers’ rails, it then follows that the mileage allow- 
ances, as at present in force, are entirely inadequate and 
that owners and lesseees must devise some other means 
of overcoming the great handicaps under which they op- 
erate with the carriers. 

It is eminently unfair to force upon shippers the fur- 
nishing of equipment for the movement of their own com- 
modities and then deny them the right of property which 
every other line of endeavor and even the lowliest citizen 
enjoys in any court; but under the present practice of 
the carriers this right is denied. 

Anderson & Gustafson, 
W. W. Martin, General Traf—c & Service Manager. 
Chicago, Ill., Dec. 20, 1918. 


REPAIRS TO FREIGHT CARS 


In Circular No. 20 (revised) regarding the limit of cost 
for repairs to freight cars belonging to railroads under 
federal control, Director Gray of the Division of Operation 
says: 

“1. Freight cars in need of general repairs will be thor- 
oughly inspected, all defective parts noted, and estimate 
made showing cost of repairs to place car in general good 
condition for two years’ service barring accident and run- 
ning repairs. Cars referred to in this circular are cars 
which are eligible for interchange under the M. C. B. rules. 

“2. Limit of cost for making repairs on wooden freight 
ears which have not been rebuilt and improved by appli- 
cation of metal draft arms extending beyond body bolster, 
continuous steel draft arms, steel center sills, or steel 
underframe: 


(A) IN SERVICE 20 YEARS OR MORE—ALL FREIGHT CARS. 
Limit of cost of 

repairs in kind, labor 

and material. 

If equipped with 40,000-pounds capacity trucks or less.... 
Over 40,000-pound but less than 60,000-pound capacity.... 
60,000-pound capacity trucks and OVELr.........cceee eee ees 100.00 


(B) CARS IN SERVICE RS AND LESS THAN 20 


Limit cost of repairs, 


In kind. 
All cars 

except refrig- Refrig- 
erator. erator. 

Equipped with 40,000-pound capacity trucks or 
asd > cals wae o terw ads Kote a heke ded Aen ie woes ¥ia $25.00 $100.00 

Over 40,000-pound but less than 60-000 epee” 
SEE «hanks au ticidvel wind ex aid: 4 Wilian el ein d'a.e.46 ie mala 00.00 150.90 
60,000-pound capacity and over ............... 200,00 500.00 


Limit cost of repairs. 
With betterments. 


All cars 

except refrig- Refrig- 
erator. erator. 

Equipped with 40,000-pound capacity 
YS Fe a No better- No better- 
Over 40,000-pound but less than 60,000- ments to ments to 
WOUNG CAMRCTLY: ooisccrcccccecesccece be applied. be applied. 
60,000-pound capacity and over............ $1,000.00 $1,200.00 


“3. Cars in service over 5 years and less than 10 years 
and cars found equipped with metal draft arms extending 
beyond body bolster, continuous steel draft arms, transom 
draft gear or steel center sills, or all steel underframe. 

“All cars having trucks 60,000-pound capacity and over 
will be repaired unless total cost of repairs, including cost 
of betterments, plus scrap value, exceeds 75 per cent of 
value of new car. 

“If cost of repairs exceeds 75 per cent of new car, it 
will be dismantled and good parts reclaimed for use in 
repairing cars of similar types. This will apply to existing 
equipment only. 

“4. Cars in Service 5 Years and -Less—All cars having 
trucks 60,000-pound capacity and over will be thoroughly 
repaired at cost necessary. 


“5. Cost of application of safety appliances, wheels, jour- 
nal bearings and couplers will not be considered in esti- 
mate cost of repairs. 


“6. All wooden freight cars with trucks 60,000-pound 
capacity and over, receiving general repairs, not equipped 
with metal draft arms extending beyond body bolsters, 
steel draft arms extending full length of car, steel center 
sills, steel underframe or transom draft gear, will be 
equipped with either steel draft arms extending beyond 
body bolsters, steel draft arms extending full length of 
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car, steel center sills or steel underframe. Cars equipped 
with steel underframes or steel center sills will have con- 
tinuous cover plates riveted to the top or bottom of sills. 

“7, When the cost of repairs in kind exceeds the amount 
which may be expended and betterments are not to he 
applied, repairs will not be made. The federal manager, 
or general manager on roads having no federal manager, 
will endeavor to secure an agreement with the owning 
corporation that such cars may be dismantled upon the 
basis of settlement established in the current Master Car 
Builders’ Association rules. When such agreements have 
been secured, he may authorize in writing that the car 
will be dismantled. If such an agreement has not been 
secured, the car will not be dismantled, but will be held 
for disposition and the regional director advised. 

“8. When cars are dismantled or sent home to owners 
for rebuilding, a detailed statement will be made showing 
the estimated cost of repairs in kind, by items, and for- 
warded to owners, showing disposition, and copy retained 
by handling road. 

“9. To estimate detailed cost of repairs, add 35 per cent 
to the sum of applied labor and material.” 


RECONSIGNING AND DIVERSION 


A. H. Smith, regional director, in a circular to federal 
managers and terminal managers, says: 

“Referring to instructions of August 19, announcing the 
inauguration of a bureau for handling passing reports, 
reconsigning and diversion of fruits and vegetables: 

“Agents of the bureau have been established at points as 
outlined below: 

“Chicago, IIL, 
ington street. 

“Boston, Mass., 
Station. 

“New York, N. ¥., G. C. Spangler, room 472, 50 Church 
street. 

“Buffalo, N. Y., R. H. Lewis, L. V. Lec. Frt. Office. 

“Cleveland, O., E. V. Banning, clo H. J. Merrick, N. Y. C. 
general office building. 

“Cincinnati, O., E. Hare, room 411, Big Four general 
office building. 

“Detroit, Mich., Geo. H. Hill, Michigan Central general 
office building. 

“Indianapolis, Ind., C. W. Hicks, Big Four, South and 
Delaware streets. 

“Pittsburgh, Pa., C. J. Weber, 613 Bessemer building. 

“St. Louis, Mo., Geo. A. Dearborn, 408 Rialto building. 

“The bureau is now transmitting passing information 
to shippers and consignees, and will handle all inquiries 
regarding the location of individual cars of fruits and 
vegetables moving from the west to eastern destinations. 

“Effective January 1, the bureau will assume charge 
of the handling of reconsignments and diversions on ship- 
ments of fruits and vegetables in refrigerator equipment 
moving from the west to eastern destinations. 

“Diversions or reconsignments on shipments at points 
where agencies are maintained will be received by such 
agent direct from shipper or consignees. Shippers or 
consignees located at points where no agencies are main- 
tained may place diversions or reconsignments with proper 
railroad official as heretofore. Report of such diversions 
or reconsignments must be mailed to J. B. Crawford. 

“When railroad’ representatives receive requests from 
bureau agents to reconsign or divert, the request should 
be promptly acted upon; the bureau will have required 
all necessary papers for the protection of the carriers.” 


J. B. Crawford, manager, 58 East Wash- 
A. J. Brown, room 120 B. & M. North 


CLAIMS AGAINST WAYBILLS; 


In Circular No. 4, J. H. Howard, manager ‘of the Claims 
and Property Section of the Railroad Administration, tells 
all freight claim agents: 

“Inquiry develops that many of the railroads under fed- 
eral control do not register claims against the billing, 
while others employ forces at considerable expense for 
this purpose. 

“General Order 41 provides that loss and damage freight 
claims must be supported by the original bill of lading 
and the original paid freight receipt, and this should serve 
as a check against duplicate payment of claims. 

“Therefore, effective at once, loss and damage freight 
claims need not be registered against the waybills solely 
for protection against duplicate payment.” 
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STORAGE AND DEMURRAGE CODE 


The Trafic World Washington Bureau. 


The American Railway Association, acting for non-con- 
trolled roads, has made fifteenth section application No. 
6974, asking the permission of the Commission to file the 
code of storage and demurrage rules agreed upon in the 
conferences between the railroad men and the demurrage 
committee of the National Industrial Traffic League. 

In the application it is stated that the Railroad Adminis- 
tration proposes to make the revised rules operative on 
controlled roads February 15. In the interest of uniformity 
the Commission is asked to allow them to become operative 
on non-controlled roads on thirty days’ notice. 

It is set forth in the application that the rules have 
been agreed on in conferences between the shippers and 
the railroads and that no reason is known for not making 
the rules effective on all roads at the same time. 


LA FOLLETTE SEAMAN’S LAW 


The Trafic World Washington Bureau. 


The U. S. Supreme Court December 22 handed down 
answers to questions propounded to it, on certificate, by the 
court for the circuit in which New Orleans is situated, 
arising in cases brought under the La Follette seaman’s 
law. 

In a general way the answers seem to hold that as to 
American ships in American waters the law allowing a 
sailor to break his shipping contract when his voyage is 
half completed is valid, but that it is not valid against 
foreign ships coming into American waters. The govern- 
ment contended that it was and that by releasing foreign 
sailors from their contracts as soon as they came within 
the jurisdiction of the United States, American ships would 
be able to obtain sailors because American ships, even 
now, must pay better wages than foreigners receive. In 
addition, the law requires better accommodations. The 
higher wages and better living quarters, the government 
argued, would result in sailors coming to American ships 
in such numbers that American craft would obtain a large 
share of the carrying trade, and thus raise the wages and 
working conditions of sailors all over the world. 


UNIFIED WIRE SYSTEM 


The Post Office Department has given out the following 
communication, addressed to the Postmaster-General, from 
Theodore N. Vail, in which he inclosed a tentative report 
requested by the Postmaster-General on the subject of the 
telephone, telegraph and cable: 

“This idea of a unified system is not a new one. It is 
one with which our public is familiar and one to which 
they have given their unmistakable approval through its 
acceptance of all that has been done in the furtherance of 
this idea in a unified telephone system and of the common 
management of the telephone and telegraph, although the 
latter had to be undone under the interpretation and appli- 
cation of existing laws. 

“The present problem is how much can be brought about 
under present conditions. 


“What should be done to create an ideal system cannot 
be done because of existing laws, nor would complete con- 
solidation be justified, since to undo such a consolidated 
system into its former units would lead to unwarranted 
waste, 

“There are, however, many things which can be done 
which would not produce waste, and which might by im- 
provement of service help to further educate the public 
and create an actively favorable attitude towards some co- 
relation ‘or co-ordination of operation and service with the 
control and regulation and restriction, through some com- 
bination of governmental authority and private ownership 
or operation, retaining all the advantages and incentives 
of both. ‘ 


“If it is within the scope of what you ask me to do, my 
Suggestion is: 

“That first, to create a comprehensive operating organi- 
zation by which all the properties can be brought under 
one executive operating head through whom all operations 
should be conducted, subject to the Postmaster-General. 

“This executive head should be one of unmistakable 
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qualifications developed by large experience in similar sit- 
uations. 

“This single head should, subject to the approval of the 
Postmaster-General, appoint experienced assistants, and or- 
ganize directly under him three operating ‘divisions,’ each 
embracing the distinctive operation of ‘telephone service 
and ‘telegraph service’ and the ‘maintenance and manipu- 
lation of wires of the systems’ as distinct from the traffic 
operations. 

“Each of these ‘divisions’ to be under control of an ex- 
perienced operating head, experienced in the operation of 
the work of the ‘division’ through actual developed quali- 
fication and experience in similar work on a similar scale 
of operation. 

“Below these ‘divisions’ the organization can be amplified 
and arranged to meet the necessities. There is abundant 
material for most of these positions, and there is oppor- 
tunity for every experienced man now in the combined 
services to be employed to the full scope of his abilities. 

“Under this organization, the distinctive traffic operations 
would be amply cared for, while with the telegraph and 
telephone wires under one head, they could be utilized for 
both purposes in one government operating system without 
any merger or change other than to bring them to one 
switching terminal at each great center, involving only 
some temporary loop connections. 

“In this way congestion in any part of the traffic could 
be overcome by so distributing the wires as to best carry 
that load. 

“All the operations under this plan could be so co-related 
and co-ordinated as to bring about a very considerable in- 
crease in efficiency and much economy without doing any- 
thing disturbing to the actual property or which could not 
be undone at the end of the period. Your operating organi- 
zation would at once plan many things which would work 
towards the end desired and which would not necessitate 
any destructive undoing at the end of government control. 

“In connection with efficiency of operation, I wish to 
say that never in my experience has the efficiency of opera- 
tion been so handicapped by abnormal conditions as now, 
and until conditions become normal the public should be 
tolerant. 

“There is one thing that calls for immediate action. 
The cable situation is and has been grave. Congestion is 
now the rule and accumulation of business is at times 
serious, and when the activities of the Peace Conference 
are really commenced in Europe, it will be greatly in- 
creased. 

“By one traffic head controlling cable operation and a 
few slight changes in the physical property which could 
centralize the cable terminals, as it were, and which would 
not involve any dismemberment of the property or could 
not be undone, the efficiency can be somewhat increased. 
That is, the distribution of the cable load could be effected 
more readily and with less confusion than under independ- 
ent and co-equal: traffic management, each more or less 
jealous of his personal prerogatives or of his system and 
giving his system more consideration than the emergency. 

“As pointed out in my letter of October 22, if it were 
lawful or if it could be brought about by consent of the 
proprietors, it would be a great feature for the commer- 
cial and political interest of the United States, and of great 
advantage to every country reached by direct communica- 
tion, if the cable systems could be consolidated into one 
system and the cable systems rearranged and extended 
more or less as outlined in my letter of October 22. 


“Such a combination would at once bring about an im- 
portant saving in cost of operation, particularly by the 
commercial department. As charges for service are de- 
pendent on costs, it would eventually bring about consider- 
able reductions in charges. So long as each independent 
cable company must maintain its commercial organization 
to obtain and retain its business, so long must this cost be 
distributed in the charges for service. 

“A broader, cheaper and more abundant service will be 
a most effectual adjunct to our own commercial agents 
abroad in securing business of the United States industries. 
There is already an active movement being inaugurated, 
particularly in South America, by German commercial 
agents to recover their pre-war conditions, and which must 
be promptly met if the United States is to get any ad- 
vantage from the present situation. 

“It would seem that such a merger would appeal to the 
business sense Of the proprietors of the cable, and could 
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be brought about, particularly if the government could put 
itself behind the movement. 

“While considerable can be done in improving the cable 
operation under one management, the big features of a re- 
adjustment of the cable situation involve considerable ex- 
pense and time. Cables take time to build and time to lay. 
There is no manufacturing of submarine cable established 
in the United States, and orders from American companies 
when placed abroad are filled after the requirements of 
their own companies. This is not surmise. It is the ex- 
perience of American companies needing cable for repairs 
and extensions. 

“In any event, if this country is to become a commercial 
and industrial world center, as it is now great in financial, 
political and national industrial lines, an American cable 
system consonant with our obligations and opportunities 
must be organized, and that system freed from the uncer- 
tainties of foreign cable manufacture. 

“There must be a United States system which will place 
this country directly in communication with every country 
with which we have or hope to have important commercial 
relations. As it is now and as my letter of October 22 
pointed out, we are on one side of the world system. We 
must be made one of the centers of the world system if we 
expect to compete on even terms with the world or be 
properly considered by the countries we wish to reach. 

“The immediate and pressing necessity is for the East 


Coast-South American cable to give this country and the: 


River Platte countries direct cable communication. 

“Of what use in commerce will be our investment of 
billions in ships to carry commerce if we do not give them 
and the business agents of all commerce direct communica- 
tion with their home ports and home business houses? 

“The cable industry and the proposed cable changes could 
not be brought about except through government aid under 
existing conditions. 

“Congress has authorized combination in foreign com- 
mercial enterprises. If the advantages and necessities 
were properly presented, it should be possible to obtain 
promptly such authorization or legislation as would give, 
under the egis of the government, authority for combina- 
tion, and operation of all electric intercommunicating sys- 
tems in direct connection and co-ordination with the na- 
tional wire system between this country and all foreign 
countries. 

“Time is an element and whatever is done should be 
done at once.” 


PROMOTING FOREIGN TRADE 


Expansion of the government’s facilities for promoting 
foreign trade is urged in the annual report of the Chief of 
the Bureau of Foreign and Domestic Commerce, Depart- 
ment of Commerce. The report says it is inevitable that 
the United States will from this time on play a more im- 
portant role in international trade and it is a matter of the 
greatest urgency that the government increase its efforts 
to have the new trade built upon sound ethical and eco- 
nomic foundations. 

Extension of the commercial attache and trade commis- 
sioner services is particularly urged. New attaches are 
asked for a number of new posts, such as Rome, Madrid, 
Ottawa, Mexico City, Santiago, Chile and Athens. “I can- 
not overemphasize the increasing importance in our plan 
of foreign trade promotion of these resident men in foreign 
countries,” says the chief of the bureau, B. S. Cutler. 

“Trade commissioners, who can travel from place to 
place in a specified district, are also needed to send in 
news about the national resources and the trade oppor- 
tunities of the countries that we know little about. These 
trade commissioners would operate without any staff, and 
would, of course, not attempt to keep open an office such 
as is a regular feature of the work of the consuls and 
commercial attaches, but would make personal investiga- 
tions and write up their report as they go from place to 
place, just as the bureau’s investigators of building ma- 
terials, boots and shoes, canned goods, and other indus- 
trial specialties have done for years. The countries now in 


view for such work are Colombia and Venezuela, the Dutch 
East Indies, Egypt, South Africa and New Zealand. 

“An interesting feature of the report is a table showing 
how the war has affected the quantities of goods exported 
from this country. The general impression has been that 
while the total value of American exports has increased in 
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a remarkable manner, the actual quantity has not been in- 
creased materially. This table shows that with the excep- 
tion of lumber, raw cotton and tobacco, there have been 
gains in quantity all along the line. One of the most spec- 
tacular jumps is recorded for oats, the foreign sales of 
which were only two million bushels in 1914. More than a 
hundred million bushels were shipped in 1918. Twenty. 
four of the great lines show increases. Six million more 
tons of coal went abroad in 1918 than in 1914. Wheat flour 
increased ten million barrels. Exports of steel sheets and 


plates doubled. Steel cars quadrupled, and bacon, hams, 


beef and sugar all show striking increases.” 


PRICES OF RAILWAY MATERIAL 


(Bulletin of Bureau of Railway News and Statistics.) 


The advance in the price of everything entering into 
their maintenance and operation is strikingly set forth in 
the report of the Railways Commissioner for South Aus- 
tralia for the year to June 30, 1918, just received by the 
Bureau of Railway News & Statistics, Chicago. With an 
increase of $290,095 in revenues from operation, there 
was a deficit of $658,720 after paying working expenses 
and interest charges. Interest has risen from 4 per cent 
in 1917 to 4% per cent in 1918. 

There was an increase of $108,570 in operating expenses, 
in the face of a reduction of $434,360 in the item for 
maintenance (including special relaying and renewals) 
which will have to be made up later. In accounting for 
the increase in working expenses the commissioner at- 
tributes it largely to the advance in the price of material, 
set forth in the following table, in which the Australian 
currency is converted into American on the basis of $5 
to the pound: 





LOCOMOTIVE BRANCH. 


Per cent 
Price, Price, in- 
Material. 1914, 1918. crease. 
2 Se rae $390.00 $935.00 140 
COBDSP PIBIEE, POT TON .occcccsccccccs 425.00 855.00 100 
Copper tubes, per tO... .cccccsccccse 420.00 680.00 62 
PO ee ae a a eee 60.00 105.00 75 
Iron bar, ordinary, per ton........... 50.00 125.00 150 
pT a ee Serre ree 650.00 800.00 23 
RE RR ee er re 32 -68 112 
eT a Ree -54 84 55 
Se reer ere -20 -38 90 
Oil, linseed, boiled, per gal........... -90 1.72 91 
Oil, linseed, boiled, per gal........... -82 1.66 100 
Paint, white lead, per ton............ 165.00 300.00 82 
Paint, red lead, per tom.....cccccoccc 145.00 410.00 183 
Steel plate, indent., per ton.......... 50.00 120.00 140 
Steel, round and square, per ton..... 45.00 140.00 211 
Oe BP, WO GEE voc vies cnsccsvcce 55.00 135.00 145 
Tires, engine and tender, per ton.... 105.00 185.00 76 
Wheel centers, cge. and wagon, each 12.50 19.00 52 
Wheels and axles, per set........... 115.00 200.00 vi 
ENGINEERING (MAINTENANCE) BRANCH. 
SS Se Re er ee 12.00 14.00 17 
Steel rails, 80-lb. @ Pt. Ad., per ton. 38.95 62.00 60 
Steel rails, 60-lb., per ton............ 40.00 68.40 71 
Steel fishplates, 80-Ib., per ton....... 47.40 85.20 80 
Steel fishplates, 60-lb., per ton....... 48.00 88.00 83 
TOG TREE, DOP Wisc cc ccccccscvcscwn 50.00 180.00 260 
Steel Mat WAFS, PSF tO... ccccccccsces 43.00 150.00 249 
ORs n aac Saree vinoancpece 48.00 190.00 295 
Steel reinforcing rods, per ton....... 42.00 145.00 245 
Galvanized iron, per ton............. 85.00 392.00 361 
Timber, Oregon, per 100 sq. ft........ 4.25 11.00 135 
Weather boards, per 100 lin. ft....... 1.50 3.90 160 
TRAFFIC BRANCH. 
ae rr 10.35 16.00 54 
a——— | ere re 4.25 8.00 88 
I, SOD GI on sc wicccsescceentes 16.60 39.00 135 
Ol, ROFOSONG, POF CASES 2.0 cccccccvece 1.7 3.86 127 
Ce, SOE, DOP GE. ico cicccececsccscs -56 1.15 105 
SEG, GRAMIOEE, GOED ccccdcdeccnccece 44 1.25 184 
SS SP, owe ccbaaeha eh weeeobane 1.40 4.75 239 
Soap, hard, No. 1, per cwt........... 6.35 9.25 46 
Waste, COttOn, POF CWE. cccccccccesce 7.80 14.50 86 


Coal, which is not included in the table, advanced from 
$4.80 per ton in 1914 to $7.12 in 1918—an increase of 
nearly 50 per cent. 

In South Australia, with an average haul of 97.59 miles, 
the receipts per ton mile were 2.62 cents. 


ILLINOIS TRACTION FARES. 

The Illinois Traction System has obtained fifteenth sec- 
tion permission to bring its interstate passenger fares 
up to the basis of three cents a mile and to sell five hut 
dred mile and thousand mile mileage books for thirteen and 
twenty-five dollars. 
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fected by the second Cummins amendment. 


December 28, 1918 


BILL OF LADING HEARING 


The Trafic World Washington Bureau. 


To bring the record in No. 4844, the bill of lading case, 
down to date, the Commission will hold at the La Salle 
Hotel, Chicago, January 13, a hearing. It is to be con- 
fined to the live stock contract phase of the case as af- 
This hearing 
is prompted by the fact that the Railroad Administration 
has also been conducting an inquiry and the Commission 
expects to be called on to make recommendations to it or 
to lay a rule on the carriers. The Commission expects 
soon to make reports on the export and domestic mer- 
chandise bills, but the record as to live stock is not suffi- 
cient to enable it to deal with that phase. It hopes ship- 
pers and carriers will have a conference on the subject 
pefore the hearing begins, so only those points in sharp 
issue will be presented. 

The phases on which the Commission desires light are 
on the form, issuance and substance of contracts, particu- 
larly carriers’ liability and lawful exemptions thereunder; 
care takers’ transportation, and form of tickets for them; 
what special treatment, if any, should be given to live 
poultry and live stock waybills. 


REPORT ON ACCIDENT 


The Trafic World Washington Bureau. 


A failure to issue orders for slow running, a broken 
splice bar, rails with different shaped heads, and an un- 
spiked tie on a bridge caused the derailment of a pas- 
senger train of the Union Pacific near Beloit, Kan., Jan. 
15, 1918, in which four passengers were killed, twenty-two 
passengers and three railroad employes injured. The com- 
bination of misfit rails, broken splice bar and unspiked 
tie was in existence on a bridge undergoing repairs. No 
orders to slow up were given until after the accident, 
says a report to the Commission, made by W. P. Borland, 
chief of the Bureau of Safety. 

The report intimates that the broken splice bar was the 
result of this joining together of rails with different shaped 
heads. No explanation as to why the tie was not spiked 
was given. The immediate cause of the derailment, which 
threw the wooden coaches into a creek, was the failure 
of the men in charge of the operation of trains to put out 
an order directing slow speed over the bridge. 


LANE ON TOURIST TRAVEL 


Tourist travel should be heartily encouraged, in the opin- 
ion of Secretary Lane, of the Department of the Interior, 
as expressed in his annual report. He dwells on the possi- 
bilities of that business now that the war is at an end. 
He says: 

“Of conspicuous importance was the establishment in 
Chicago, by the United States Railroad Administration, of 
the bureau of service, national parks and monuments, This 
occurred on June 7, 1918. Howard H. Hays was made 
Manager of the new organization, with power to choose a 
corps of assistants from the personnel of various railroads. 
Its purpose was to become ‘the point of contact between 
the Railroad Administration and the bureau of national 
Parks, the concessionnaires, and others interested in the 
Promotion of travel, and to co-ordinate all railroad ac- 
tivities looking toward the development of railroad iravel 
in the parks. Incidentally it is expected to distribute in- 
formation collected by the railroads, motion pictures and 
lantern slides contributed by the railroads and publica- 
tions issued by the national park service; also to give 
advice regarding national park travel to railroad ticket 
agents. Its first year’s service was naturally limited by 
the general war policies governing advertising and pub- 
ee, but large numbers of inquiries were an- 
swered. 


“Notwithstanding the increase in the cost of traveling 
and other war restrictions on railroad travel, last year’s 
loss in total travel to the national parks was less than 8 
ad cent under the large record attendance of the year be- 
ore.” 


After mentioning the various recent drawbacks to tourist 
travel, he says: 

“The consolidation of ticket offices in the large cities 
also adversely affected national park travel. With oppor- 
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tunity gone to obtain accurate information concerning the 
more or less complicated routes from the east to the west- 
ern parks, many preferred to spend their vacations in 
their customary resorts, with whose ways and means they 
were well acquainted. 

“It is earnestly hoped that, with the close of war, these 
discouragements to travel will be fully removed before the 
next season. Tourist travel should be heartily encouraged. 
Furthermore, the important work accomplished by the rail- 
roads and this department in close co-operation during the 
last four years in the direction of informing the people of 
the country concerning the greatness of their scenic pos- 
session and recreational areas should not be lost. The na- 
tional park system is one of America’s greatest assets and 
it must not be overlooked in planning the development of 
American industry after the war.” 


LOADING OF COAL 


A report was received by the Director-General December 
21 from the Car Service Section of the Railroad Adminis- 
tration on the quantity of coal of all kinds loaded by roads 
for week ended December 7, 1918, as compared with the 
same period of 1917, a summary of which follows: 





1918. 1917. 

pe rer rrr rr 188,964 199,557 
OE I Fe bo 6 0nicttcccccceectvcos 34,450 41,599 
TO Ge I oh i0 000 01s be Sew csesweseaeees ,368 4,954 
Grand total, ol Care COG) .....<cccdecciccce 227,782 205,110 


A summary of reports for week ended December 14, 1918, 
as compared with the same period of 1917, based on actual 
reports from most roads, but with the estimated results of 
some roads, follows: 








1918. 1917. 

Total Care PEBMIOIB sc séccccccccstcccessee 181,823 147,631 
TOR COLE DUET ROIED 650.000.0000 s00eswceseecs 36,401 31,656 
NE WE TE isis ta cc cee swanséensescnwe 4,094 4,653 
Grand total, all CATs COAL... .sccccsssecces 222,318 183,940 


Total increase of 1918 up to and including week ending 
December 14 over the same period of 1917, 546,766 cars. 


INTENSIVE LOADING 


Circular No. 151, of Regional Director Bush, says: 

“Previous instructions requiring weighing and inspec- 
tion bureaus to report all cases of light loading of equip- 
ment found by their inspectors to the local car service 
committee in which territory shipments originated, with 
copies of this advice to the Car Service Section at Wash- 
ington. 

“Since abandonment of the local car service section 
committees, instructions have been given these weighing 
and inspection bureaus to forward such reports to the 
federal managers of roads where such light loading oc- 
curred and terminal managers where the light loading 
originated in their territory, sending duplicate copies to 
the Car Service Section. 

“The Railroad Administration will continue its efforts 
to closely supervise the loading of all commodities, so 
that the demands for service may be met at all times; 
therefore, your attention is called to the above change in 
instructions and the necessity of following up all classes 
of light loading with a view to conserving equipment.” 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of 
any changes or additions of which they have knowledge.) 


Akron Traffic Association. Alvin Hill, Pres.; E. L. Mor- 
gan, Secy. 

Baltimore Traffic Club. Paul Gessford, Pres.; C. C. 
Kailer, Secy. , 

Boston, Mass.—The Association of Railway and Steam- 
boat Agents of Boston. Willard Massey, Pres.; S. A. Col- 
pitts, Secy.-Treas. 

Brooklyn Traffic Club. P. L. Gerhardt, Pres.; 
Schleicher, Secy. 

Buffalo Transportation Club. H. B. Loueks, Jr., Pres.; 
G. C. Wilson, Secy. 

‘ Chicago Traffic Club. R. C. Ross, Pres.; C. B. Signer, 
ecy. 


C. A. 


—————E 
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Cincinnati.—Traffic Club of the Chamber of Commerce. 
H. M. Freer, Chairman; E. H. Smith, Secy. 

Cleveland Traffic Club. C. M. Andrus, Pres.; J. B. San- 
ford, Secy. 

Columbus, Ohio.—Traffic Club of the Columbus Chamber 
of Commerce. J. E. Harris, Pres.; J. G. Young, Secy. 

Dayton Traffic Club. J. W. Cobey, Pres.; W. E. Boyer, 
Secy. 

Tieeers (Mich.) Traffic Club. J. M. Richardson, Pres.; 
F. W. Ludwig, Secy. 

Denver Commercial Traffic Club. G. H. Work, Pres.; 
R. E. Patterson, Secy. 

Detroit Transportation Club. J. A. Sullivan, Pres.; G. A. 
Walker, Secy. 

Erie Traffic Club. H.R. Landers, Pres.; M. W. Eismann, 
Secy. 

Flint (Mich.).—Traffic Club of the Flint Board of Com- 
merce. A. V. Marti, Pres.; A. Nelson, Secy. 

Fort Worth Transportation Club. E. C. 
E. E. Wyatt, Secy. 

Freeport, Ill—Greater Freeport Traffic Club. W. H. 
Jenner, Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. Arnold Greenbaum, Pres.; 
L. M. MacPherson, Secy. 


Price, Pres.; 


Houston Traffic Club. R. H. Carmichael, Pres.; F. A. 
Leffingwell, Secy. 
Indianapolis Transportation Club. M. Wolf, Pres.; 


L. E. Stone, Secy. 

Jackson (Mich.) Traffic Club of the Jackson Chamber 
of Commerce. H. H. Chandler, Pres.; J. R® Gibbs, Secy. 

Jacksonville Traffic Club. J. C. Burrows, Pres.; W. L. 
Waring, Jr., Secy.-Treas. 

Jamestown, N. Y.—Traffic Club of the Jamestown Board 
of Commerce. J. H. Dasher, Pres.; H. W. Chapman, Secy. 

Kansas City Traffic Club. G. I. Tompkins, Pres.; Alfred 
A. Wild, Secy. 

Los Angeles Transportation Association. C. G. Krueger, 
Pres.; C. V. Means, Secy. 

Louisville Transportation Club. R. H. Morris, Pres.; 
G. A. Perry, Secy. 

Memphis Traffic and Transportation Club. J. M. Beley, 
Pres.; L. E. McKnight, Secy.-Treas. 

Milwaukee Traffic Club. H. W. Ploss, ¥.: F. 
Fultz, Secy. 

Minneapolis Traffic Club. C. M. Boyce, Pres.; W. W. 
Gibson, Secy. 

Newark Traffic Club. C. H. Hershey, Pres.; G. C. Reheis, 
Secy. 

New England Traffic Club, Boston. 
Pres.; C. A. Anderson, Secy. 

New York Traffic Club. R. L. Stubbs, Pres.; 
Swope, Secy. 

New York, N. Y.—Traffic Club of the Queensboro Cham- 
ber of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

Norfolk Traffic Club. R. S. Gale, Pres.; Hege Terrell, 
Secy.-Treas. 

Omaha Traffic Club. B. J. Drummond, Pres.; John P. 
Byrne, Secy. 

Peoria Transportation Club. C. H. Gillig, Pres.; Arthur 
Maedel, Secy. 

Philadelphia Traffic Club. F. E. Snively, Pres.; W. H. 
Montgomery, Secy. 

Philadelphia.—Commercial Traffic Managers of Phila- 
delphia. W. B. Grieves, Pres.; T. Noel Butler, Secy. 

Pittsburgh Traffic Club. J. J. Monks, Pres.; F. A. Lay- 
man, Secy. 


Pittsburgh Traffic and Transportation Association. R. 
M. Sisk, Pres.; F. G. Wood, Financial Secy. 

Portland Transportation Club. E. M. Burns, 
W. O. Roberts, Secy. 

Providence, R. I.—Traffic Club of the Providence Cham- 
ber of Commerce. E. E. Salisbury, Chairman; E. C. 
Southwick, Secy. 

Rockford Traffic Club. J. H. Miller, Pres.; L. E. Golden, 
Secy. 

Salt Lake City 


Pres.; 


Jacob Karcher, Jr., 


C. Be 


Pres.; 


Transportation Club. A. R. MeNitt, 


Pres.; R. E. Rowland, Secy. 

San Francisco Transportation Club. W. E. Amann, Pres.; 
Frederick Birdsall, Secy. 

San Francisco Traffic Club. W. T. Bozeman, Pres.; 
L. N. Bradshaw, Secy. 

Seattle Transportation Club. F. W. Graham, 
E. W. Mosher, Secy.-Treas. 


Pres. ; 
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South Bend Traffic Club. F. S. Montgomery, Pres.; G. 
S. Hess, Secy.-Treas. 

Spokane Transportation Club. V. G. Shinkle, Pres.; 
R. W. Franklin, Secy. 

St. Joseph Traffic Club. R. A. Ferguson, Pres.; T. J. 
Slattery, Secy. 
. St. Louis Traffic Club. F. C. Reilly, Pres.; J. R. Bell, 

ecy. 

Syracuse Traffic Efficiency Club. S. D. Rice, Pres.; W. J. 
O’Neil, Secy. 

Toledo Transportation Club. 
Harry S. Fox, Secy. 

Topeka Traffic Association. O. B. Gufler, Pres.; W. S. 
Barton, Secy.-Treas. 

Tulsa Transportation Club. T. H. Steffens, Pres.; C. E. 
Rees, Secy. 

Washington Traffic Club. J.:C. Williamson, Pres.; W. 
B. Peckham, Secy. 

Wichita Traffic Club. D. L. Mullen, Pres.; I. N. De La 
Mater, Secy. 

Worcester (Mass.) Traffic Association. 
Pres.; E. E. Opitz, Secy. 


H. S. Bradley, Pres.; 


D. N. Bates, 








Personal Notes 





== CF 


F. W. Maxwell, traffic manager for the Denver Civic 
and Commercial Association, executive secretary of its 
transportation bureau and member of the Denver Western 
District Freight Traffic Committee, died December 12 of 
kidney trouble, from which he had suffered for some time. 





: The American Express Company announces that, look- 
ing to increased activities in world-wide shipping and 
with a view to further developing the company’s traffic 
expansion throughout the commercial world, the following 
appointments and assignments of duties are made, effect- 
ive Jan. 1, 1919: James Thane, traffic manager, in charge 
of the solicitation and routing of traffic and the making 
of rates thereon, arrangements with steamship lines and 
other carriers, and traffic matters generally; S. H. Tug- 
well, import traffic manager, to direct the solicitation, 
routing, rating, etc., of freight traffic from foreign coun- 
tries moving to or via United States points: G. P. Beck, 
assistant to general manager, who will, in addition to 
assisting the general manager, direct the solicitation and 
routing of express traffic and the making of rates thereon, 
between points in the United States, Canada and foreign 
countries. 





The Crown Willamette Paper Company, San Francisco, 
announces that John J. Seid has been honorably dis- 
charged from the United States army and has resumed 
his position with the company as traffic manager. Matt 
Clarke has relinquished this position and will remain 
with the company as Mr. Seid’s assistant. 





The Houston Traffic Club has elected officers as fol- 
lows: R. H. Carmichael, president; F. L. Clements, first 
vice-president; John T. Bowe, second vice-president;. I. R. 
Palmer, third vice-president; F. A. Leffingwell, secretary; 
A. Kimbell, treasurer; R. F. Isbell, B. H. Brown, H. M. 
Mayo and Clint Holladay, directors. 


CHANGES IN WIRE RATES 


The Trafic World Washington Bureau. 


A number of radical changes in the making and stating 
of telephone rates have been ordered by Postmaster-Gen- 
eral Burleson, acting on the recommendations of a com- 
mittee on rate standardization, of which Solicitor Lamar 
and David T. Lewis are the most prominent members. 
The Postmaster-General, in his announcement to the pub 
lic, said the effect of these changes was to equalize the toll 
and long distance rates throughout the United States, re 
moving disparities and preferences and providing a scien- 
tific basis for future reductions which are contemplated as 
the unification of telephone and telegraphic wires proceeds. } 
Continuing, the statement says: 


“A night service rate which is one-half of the day rate 
is established between 8:30 and 12 p.m. Between midnight 
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nd 4:30 a. m. the night rate is one-fourth the day rate. 


These are greater reductions in night rates than have ever 


peen Made in any country, and doubtless will be extensively 
ysed, especially for social and family purposes. A per- 
son might talk from San Francisco to New York for about 
$4, whereas the day rate is approximately $16. 

“A station-to-station service is established such as now 
exists in the balance of the world; that is, when a con- 
nection is established with a man’s house or office, the 
opportunity to converse is provided and the station-to- 
station rate, which is the basic rate, applies and is pay- 
able whether the particular person desired responds or not. 
This rate up to twenty-four miles is at the rate of five 
cents for six miles and for greater distances five cents for 
each eight miles, or about six and one-fourth mills a mile. 
The distance is computed by air line methods and not by 
pole line or public highways. The air line distances are 
commonly about 100 miles, when the others would run 150 
miles. It is stated by the committee that more than 60 
varieties of toll rates have existed in the United States up 
to the present time. The effect of this uniform or basic 
rate in the station-to-station service is to reduce or not 
affect about 70 per cent of the rates, though necessarily 
slightly raising about 30 per cent in the process of stand- 
ardization. 

“It requires about two and one-half times as much work 
to establish connection with a particular person than the 
station-to-station service. Hitherto the rates have been 
the same for both kinds of services, nothing being paid, 
however great the services performed, on the failure of 
the telephone institution to secure the particular person. 
The particular person service has also been used to de 
fraud the government out of its toll revenues. Designing 
persons employ codes under which, although the desired 
telephone is reached, the particular person is said not to 
be there, but words of explanation given from his ’phone 
answer all the purposes of the call under the code arrange- 
ments. The particular person service is not discontinued, 
but the rate therefor is so modified as to prevent these 
abuses and compensate the telephone service in part for 
the extra expense of labor and plant involved, and a charge 
of 25 per cent of the station-to-station rate is made for 
such service, when the particular person is secured, and a 
report charge of 25 per cent of the station-to-station rate 
is made when the house or office telephone is obtained and 
his whereabouts or refusal to talk reported. It is pointed 
out that the system of making no charge whatever in such 
cases when the man’s telephone had been reached and the 
answer given was like expecting the street car fare to be 
refunded to the visitor when he did not find his party in 
when he arrived, although all the work of carrying him 
from one point to another had been done. 

“In many large sections of the country the smallest toll 
rate has been not less than 15 cents. Under the new 
scheme for short distances the rates are reduced to 5 cents 
and 10 cents and for the cheapest form of service the per- 
son can talk five minutes, as compared with three minutes 
now, or in some cases only two minutes or one minute. 
Free toll areas where the exchange rate was designed to 
cover the free service, or a low charge therefor, are not 
affected by this order, which will go into effect on the 21st 
day of January, 1919.” 














a a 
Digest of New Complaints 
No. 7981. Petition for. rehearing. S. S. McCullough vs. Gulf 


& Sabine River et al. 

On application of defendants to allow Southern Pacific to 
pay its share of reparation ordered. 

No. 10261, Sub. No. 1. Norris Grain Co. vs. Indiana Harbor Belt, 
McAdoo et al. 

Unjust and unreasonable demurrage charges on inbound 
shipments of grain at Chicago. Asks for cease and desist 
order and reparation amounting to $9.953.91. 

No. 10261, Sub. No. 2. E. R. Bacon vs. Indiana Harbor Belt, Mc- 
Adoo et al. 

Unjust and unreasonable demurrage charges on inbound 
shipments of grain at Chicago. Asks for cease and desist 
order. 

No, 10261, Sub. No. 3. The Quaker Oats Co. vs. C. & E. I. et al. 

Unjust and unreasonable demurrage charges on inbound 
shipments of grain at Chicago. Asks for cease and desist 
order and reparation amounting to $5,637. 

No. 10261, Sub. No. 4. Armour Grain Co. vs. Chicago River & 
Indiana et al. 


Unjust and unreasonable demurrage charges on inbound 
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shipments of grain at Chicago. Asks for cease and desist 
order and reparation amounting to $5,651. 

No. + sates Sub. No. 5. Armour Grain Co. vs. C. M. & St. P. 
et al. 

Unjust and unreasonable demurrage charges on inbound 
shipments of grain at Chicago. Asks for cease and desist 
order and reparation amounting to $3,236. 

No. bar pea No. 6. Armour Grain Co. vs. Grand Trunk West- 
ern et al. 

Unjust and unreasonable demurrage charges on inbound 
shipments of grain at Chicago. Asks for cease and desist 
order and reparation amounting to $330. 

No. 10261, Sub. No. 7. McKenna & Rodgers vs. Pere Marquette. 

Unjust and unreasonable demurrage charges on inbound 
shipments of grain at Wellsboro, Ind. 

No. ae oe No. 8& McKenna & Rodgers vs. Michigan Cent- 
ral et al. 

Unjust and unreasonable charges on shipments of grain to 
Mattison, Ill. Ask for cease and desist order and reparation 
amounting to $2,180. 

No. 10261, Sub. No. 9. Rosenbaum Bros. vs. B. & O. 

Unjust and unreasonable demurrage charges on shipments 
of grain to Sandusky, O. 

7 — Sub. No. 10. Dougherty & Co. vs. Michigan Central 
et al. 

Unjust nad unreasonable demurrage charges on shipments 
of grain to Mattison, Ill. Ask for reparation of $1,175. 

~ ie Sub. No. 11. Mueller & Young Grain Co. vs. Pa. 

Ce 

Unjust and unreasonable demurrage charges on shipments 
of grain to Mattison, Il. 

No. 10360. Meeds Lumber Co., Meridian, Miss., vs. Alabama, 
Tennessee & Northern, McAdoo. 

Against a rate of 4ic on yellow pine from Climax, Ala., to 
Upper and Lower Lewiston, Me., as unjust and unreasonable. 
Ask for a rate of 37c and reparation. 

No. 10361. Roberts & Schaefer Co., Chicago, Ill., vs. C. C. C. & 
St. L., McAdoo et al. 

Against a rate of 49c on machinery and machinery. parts 
from Champaign, IIll., to South Akron, O., as unjust and un- 
reasonable to the extent that it exceeded a rate of 20c on a 
minimum of 24,000 plus a loading charge of 2.5¢c per 100 
lbs. Asks for just and reasonable rates and reparation. 


National Freight Rate Service 


Transportation Bldg., Chicago, Ill. 


THE ONLY PUBLICATION 


COVERING THE ENTIRE 


United States and Canada 


NAMING RATES ON 
Freight, Parcel Post and Express 


Price, including changes in rates, $15.00 per year 
Write for particulars 





WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


Phone Canal 3400 =. 2500 S. Robey St., Chicago, Iil. 





= 
Your Prospective Customers 
ate listed in our Catalog of 99% guaranteed Mailing Lists. It also 
contains vital suggestions how to advertise and sell profitably by mail. 
Counts and prices given on 6000 different national Lists, covering all 
classes; for instance, Farmers, Noodle Mfrs., Hardware Dirs., Zioc 
Mines, etc. This valuable Reference Book free. Write for it. 
Strengthen Your Advertising Literature 
Our Analytical Advertising Counsel and Sales Promotion 
Service will improve both your plan and copy, thusinsur- 
ing maximum profits. Submit your literature for pre- 
liminary analysis and quotation—no obligation. 


Ross-Gould 


Mailing 
hastS St.Louis 


5 
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No. 10362. Royal Brewing Co., Kansas City, Mo., vs. Pan Han- 
dle & Santa Fe, McAdoo et al. 

Unjust and unreasonable rates and minimums on empty 
beer packages from Clovis, N. M., to Weston, Mo., as unjust 
and unreasonable. Asks for assessment of charges on the 
proper minimum and reparation. 

No. 10364. General Fire Extinguisher Co. and Rockwood Sprink- 
ler ag of Illinois, Chicago and Providence, R. I., vs. McAdoo 
et al. 

Unreasonable regulations regarding restricted mixture rules 
and excessive carload minimums on cast and wrought iron 
steel and iron pipe in C. F. A., Western, Trunk, Transconti- 
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nental, Southwestern and Seaboard Texas tariffs. Ask fog 


cease and desist order, reasonable rules, charges, etc. 


a 10365. The Kaw River Sand and Material Co., Turner, Kan 
A. T. & S. F., McAdoo et al. 
ee and unreasonable charges on sand within the switch 
ing limits of Kansas City. Ask for just and reasonable rate 
and regulations. 
No. 10366. H. W. Johns-Manville Co., New York, vs. L. V., M 
Adoo et al. 


Unjust and unreasonable charges on roofing from Manvil 
and Milwaukee to Seattle. Asks for reparation. 





Note.—iIten:s In the Docket marked with an asterisk (*) are 
new, having been added since the last Issue of The Traffic 
World. Cancellations and postponements announced too late to 
show the change In this Docket will be noted elsewhere. 


January 6—Salisbury, Md.—Examiner Worthington: 
10260—Earnest B. Timmons et al. vs. B. C. & A. Ry. Co. et al. 
January 6—Portsmouth, O.—Examiner Gibson: 
10153—Board of Trade of Portsmouth, O., vs. Atlantic City 
R. R. Co. et al. 


January 6—Chattanooga, Tenn.—Examiner Fleming: 
10301—Chattanooga Bottle and Glass Mfg. Co. vs. Ala. Great 
Sou. R. R. Co. et al. 
a We aa Columbian Iron Works vs. Ala. Great Sou. R. R. Co. 
et al. 


January 6—Detroit, Mich.—Examiner Marshall: 
10290—Dow Chemical Co. vs. W, G. McAdoo, Director General 
of Railroads et al. 


January 6—New York, N. Y.—Examiner Worthington: 
oe Lbr. Co. vs. Tidewater & Western R. R. Co. 
et al. 


January 7—Philadelphia, Pa.—Examiner Worthington: 
= W. ~ ‘ocnenaed Lumber Co. vs. Mt. Airy & Eastern 
y. Co. et al. 


January 7—Nashville, Tenn.—Examiner Fleming: 
10264—Lanier Bros. vs. L. & N. R. R. Co. et al. 


January 8—Washington, D. C. 

9842—W. P. R. R. vs. Sou. Pac. Co. et al. 

I. & S.—1l—La. & Pine Bluff Div. (in the particular ques- 
tion as to whether the haul from the loading point to the 
scales and back should be included in the calculating and 
distance to the service of the L. & P. B. in making de- 
livery from the Union Mill to its trunk line and connec- 
tions at Dollar Junction). 


January 8—Paducah, Ky.—Examiner Gibson: 
10308—Paducah Board of Trade, Inc., et al. vs. W. G. McAdoo, 
Director General of Railroads. 


January 8—New York, N. Y.—Examiner Worthington: 
* sar “bam Lumber Co. vs. Tidewater & Western R. R. Co. 
et al. 
* 10292—National Wholesale Dealers’ Lumber Assn. vs. W. G. 
McAdoo, Director General of Railroads et al. 
ee Agricultural Chemical Co. vs. C. R. R. of 
- J. ot al. 


January 8—Argument at Washington, D. C.: 
* 8180—A. H. Kerr & Co. vs. Sand Springs Ry. 


January 9—St. Louis, Mo.—Examiner Fleming: 
10303—Cairo, Truman & Sou. R. R. Co. vs. Wm. G. McAdoo, 
Director General of Railroads et al. 
10283—The Associated Cooperage Industries of America vs. 
Wm. G. McAdoo, Director General of Railroads et al. 
10291—National Steel Rail Co. vs. Wm. G. McAdoo, Director 
General of Railroads et al. 


January 9—New York, N. Y.—Examiner Worthington: 
10304—Geo. C. Holt and Benj. J. Odell, receivers, Afttna Ex- 
plosive Co., Inc., vs. W. G. McAdoo, Director General of 
Railroads et al. 
10319—Geo. C. Holt and Benj. J. Odell, 
plosive Co., Ine., vs. W. G. McAdoo, 
Railroads et al. 


January 9—Argument at Washington, D. C.: 
* 10204—Consolidated Classification case (for those who have re- 
quested the privilege). 


January 10—Shreveport, La.—Examiner Gibson: 
10272—The Lodwick Lbr. Co. vs. W. G. McAdoo, Director Gen-< 
eral of Railroads et al. 
January 10—St. Louis, Mo.—Examiner Fleming: 
10270 10295, 10296, 10305, 10322, 10328—Walter A. Zelnicker 
ya Co. vs. W. G. McAdoo, Director General of Railroads 
eta 


January 11—Chicago, Ill—Examiner Marshall: 
10299—Illinois Coal Traffic Bureau vs. W. G. 
General of Railroads et al. 


January 13—Olean, N. Y.—Examiner Worthington: 
10211—Herman Gross vs. N. Y. & P. Ry. Co. et al. 
10246—Herman Gross, doing business as the Puritan Glass 

Co., vs. W. G. McAdoo, Director General of Railroads et al. 
10314—Herman Gross, doing business as the Puritan Glass 
Co., vs. W. G. McAdoo, Director General of Railroads et al. 

January 13—Alton, Ill.—Examiner Fleming: 
10285—Illinois Glass Co. vs. St. L.-S. F. Ry. Co. et al. 
10288—The Equitable Powder Mfg. Co., Inc., vs. W. G. McAdoo, 

Director General of Railroads et al. 


Co. et al. 


receivers, Attna Ex- 
Director General of 


McAdoo, Director 


Docket of the Commission 


January 13—Alexandria, La.—Examiner Gibson: 

* 10306—Alexandria (La.) Chamber of Commerce vs. W. G. Me- 
Adoo, Director General of Railroads et al. 

* 10164—Alexandria Chamber of Commerce vs. M. P. R. R. Co, 


January 13—New York, N. Y.—Examiner Pattison: 

* 10268, Sub. 1—Seaboard By-Prods. Coke Co. vs. W. G. McAdoo, 
Director General of Railroads et al. ; 

* bar _ 1—Geo. F. Hinrichs, Inc., vs. American Express 

o. et al. 

* 10268—Seaboard By-Prods. Coke Co. vs. W. G. McAdoo, Di- 
rector General of Railroads et al. 

* 10300—Geo. F. Hinrichs, Inc., vs. Wells Fargo & Co. et al.- 

January 14—New York, N. Y.—Examiner Pattison: 

10318—The Burton-Richards Co. vs. W. G. McAdoo, Director 

General of Railroads et al. 

* 10311—Downey Shipbuilding Corp. vs. S. I. R. T. Ry. et al. 

January 14—Alexandria, La.—Examiner Gibson: 

* 9723, Sub. 1—Chamber of Commerce, Monroe, 
Pac. Ry. Co. et al. 


January 15—Dayton, O.—Examiner Fleming: 
* 1. & S. 1165—Sault Ste. Marie, Ont., paper and weeteety (3), 


January 15—New York, N. Y.—Examiner Pattison: 
* 10307—Geo. C. Holt and B. B. Odell, receivers, Attna Explosive 
Co. vs. W. G. McAdoo, Director General of Railroads et al. 
* 10310—Geo. C. Holt and B. B. Odell, receivers, A0tna Explosive 
Co. vs. W. G. McAdoo, Director General of Railroads et al. 
* 10317—Geo. C. Holt and B. B. Odell, receivers, AStna Explosive 
Co. vs. W. G. McAdoo, Director General of Railroads et al. 
January 15—Kalamazoo, Mich.—Examiner Worthington: 
* 10254—Monarch Paper Co. vs. Canadian Pacific Ry. Co. et al. 


January 16—Chicago, Ill.—Examiner Worthington: 












La., vs. Mo, 


* 10271, Sub. 1—Brunswick-Balke-Collender Co. vs. Ill. Cent. 
R. R. Co. et al. 
* 10271, Sub. 2—Brunswick-Balke-Collender Co. vs. Ill. Cent. 


R. R. Co. et al. 

* 10271, Sub. 3—Brunswick-Balke-Collender Co. vs. W. G. Me- 
Adoo, Director General of Railroads et al. 

* 10271, Sub. 4—Brunswick-Balke-Collender Co. vs. C. M. & St. 
P. Ry. Co. et al. 

* a 9 r pnme Gypsum Co. vs. Culver & Port Clinton R. 
R. Co. et al. 

* 10320—Swift & Co. vs. W. G. McAdoo, 
Railroads et al. 


January 16—New Orleans, La.—Examiner Gibson: 
* 9922—Lake Charles Rice Milling Co. of Louisiana vs. A. & N. 
Ry. Co. et al. ki 


January 16—Cincinnati, O.—Examiner Fleming: 
10267—The Procter & Gamble Co. vs. W. G. McAdoo, Director 
General of Railroads et al. 
January 17—Chicago, Ill.—Examiner Worthington: 
* 10293—Three States Tire Co. vs. C. & E. I. R. R. Co. et al. 
* 10286—Hyman-Michaels Co. vs. McAdoo, Director-General of | 
Railroads et al. 
January 18—Beaumont, Tex.—Examiner Gibson: 
* 10278 and Sub. Nos. 1, 2, 3—Beaumont Chamber of Commerce} 
vs. W. G. McAdoo, Director General of Railroads et al. | 
* a’ 9 eae Chamber of Commerce vs. A. & V. Ry. Co.) 
et a 
January gh erage W. Va.—Examiner Fleming 
10252—E. Musick vs. N. & W. Ry. Co. and W. ee. McAdoo, 
eeaine 7 General of Railroads. 
January 20—Milwaukee, Wis.—Examiner Worthington: 
* 10279—Union Lime Co. vs. C. & N. W. Ry. Co. et al. 
January 20—Galveston, Tex.—Examiner Gibson: 
* 10302—Harris, Irby & Vose vs. G. H. & S. A. Ry. Co. et al. 
January 20—New Bedford, Mass.—Examiner Pattison: 
10263—New Bedford Board of Commerce, for and on behalf of 
J. C. Rhodes & Co., Inc., vs. W. G. McAdoo, Director Gen-} 
eral of Railroads et "al. | 


Director General of 


; 


| 





10312—New a Board of Commerce (for Passaic Cot- 
bp ae vs. . G. McAdoo, Director General of Railroads 
et a 
sonaney 21—Houston, Tex.—Examiner om 
0007—Sugar Land Mfg. Co. vs. B. & W. Ry. Co. bs al. 
10148—Chamber of Commerce, atten vs. A. & V. Ry. Co. 
et al. 


nF eneeemine 


W. F. T. COM. DOCKETS. 


The Western Freight Traffic Committee has requested’ 
the Kansas City, the New Orleans and the Chicago western 
district freight traffic committees to docket for considera) 
tion the question of rates on grain from Omaha, Neb., V8 
Des Moines, Ia., to points in Louisiana. 
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December 28, 1918 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DE- 
MAND and THE TRAFFIC WORLD is the logical medium _for 
getting the men and the positions in touch with one another. 

e rates for classified advertisements are as follows: Five 
gents per word first insertion, three cents per word second in- 
gertion and two cents per word for each additional insertion, 
payable in advance. Answers to keyed advertisements for- 
warded free and all correspondence held in strict confidence. 
‘THE TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 





WANTED—Position as Traffic Manager-Attorney; eighteen 
years with southern and western railroads; ten years with large 
commercial organization. At present employed but will change 
for larger field. Satisfactory references exchanged. Address 
X. L. 222, care Traffic World, Chicago. 


WANTED—Position by COMPETENT TRAFFIC MAN, 31 

years old, married, conscientious worker; best references. > 

Me-@ fer southeastern territory. Capable of taking charge or organ- 
izing traffic department. Address ‘‘Results,’’ care of The Traffic 


Co,@ World. 
RS SA SE RE EE ER AAO NE ET RE ST EDISON SA SIT SDE TT I DEINE LI 
doo, Traffic manager with fourteen years’ railroad and four years’ 


industrial experience, desires position in like capacity after 
ressqj January ist. Address W. A. W., Traffic World. 


Di- WANTED—Situation by man experienced in freight traffic 
work aoe exporting. Address B. B. 31, The Traffic World, Chi- 
cago, Ill. 


ctor At liberty January 1, technical traffic manager of A. C. A. 
efficiency; desires assistant traffic position in either industrial or 
railroad department. G. A. B. 117. 





Mo, TRAFFIC MANAGER is seeking desirable opening; sixteen 
years’ experience, railroad and industrial. Thoroughly familiar 
with I. C. C. regulations and procedure; rates and efficient 

(3), @ handling of claims. Capable of assuming charge or organizing 
traffic department. Married. Address ‘“Manager,’’ care of The 

sive § Traffic World, Chicago, Il. 


al. 
sive 
al. 
sive 
‘I! POSITION WANTED 
BY 
ont, 
e 

“1! Competent Traffic Man 
St. 39 years old; unmarried; hard, conscien- 
R. tious worker; strictly sober; 17 years’ ex- 
off perience with large manufacturing plants. 

I CAN GET RESULTS. What have 
Ny you to offer? address “WORKER,” 
al Care of Traffic World, Chicago, Il. 


“| TRAFFIC ORGANIZATIONS 


col THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
m@ The object of this league is to interchange ideas concerning 
traffic matters, to co-operate with the Interstate Commerce 
Commission, state railroad commissions and _ transportation 
companies in promoting and securing better understanding by 
the public and the state and national governments of the needs 
of the traffic world; to secure proper legislation where deemed 
necessary, and the modification of present laws where consid- 
ered harmful to the free interchange of commerce; with the 
view to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 

Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 


Re rE a aoe a ol sicalgiaidtam cm eustasetin President 
of Manager Traffic Department, Cincinnati Chamber of Com- 
n- merce and Merchants’ Exchange. 

\ Se I Shc are hk Sataiciale Data psi Vice-President 
t= | Transportation Commissioner, Kansas City Chamber of 
ds’ Commerce. 

: Oscar NEEL: aa acd aie asain wiaard eaainiawaraniawescmeld Secretary-Treasurer 

a: sane Company, 836 South Michigan Avenue, Chi- 
fa) 
0. 4 ° 
i MO. cnieads den caniivainieteneseuiees Assistant Secretary 
» North La Galle Street, Chicago, TH. .. .. «+ seccee coerce 


MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 
Industries Located at Sterling and Rock Falls, III. 


dm AN. DEE iGsindvdketectibiredeniinuadiaoevtembenbana President 
nl Ie ee an ag gala cag ice aeaieacnee Vice-President 
1 i Me lag gay chara oie Secretary-Treasurer 
5, i DE Ncannsdneiseneserekennedenhimnnnwiens Traffic Manager 


s All correspondence relative to movement of traffic to or from 
terling and Rock Falls, Ill., should be addressed to the Traffic 
anager, General Offices, Lawrence Building, Sterling, IIl. 
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Move Your Material 
With the Electric Industrial Truck 


the modern up-to-the-minute transportation 
unit—the unit that increases trucking eff- 
ciency and reduces trucking costs. 


The “ fronclad-Exide”’ 
Battery 


puts real dependable power into the Industrial 
Truck and keeps it there. Durability is built 
right into the ‘* Mronclad#Exide’’. The rugged 


construction throughout, the special positive 
plate, the non - flooding 
filling plug and the pat- 
ented cell cover of the 
**fronclad-Exide’’ battery 
make it easy to care for and 
maintain at a minimum of 
cost. Ask our nearest sales 
office for details. 


THE ELECTRIC STORAGE BATTERY CO. 


The oldest and largest manufacturer of Storage Batteries in America 
1888 PHILADELPHIA, PA. 1918 


New York Bosten Washington Minneapolis Denver Detroit 
San Francisco Kansas City Chicago Cleveland Atlanta 
Pittsburgh St.Louis Rochester Toronte 


ISSUED BY THE 
~UNITED STATES 
GOVERNMENT 
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Used by 
the Navy 


speed up the handling of supplies 

and ammunition to our boys abroad, 

the U.S. Government is equipping its 

battleships, cantonments, Quartermaster’s 
Depts., etc., with 


Ze IDEAL 


STENCIL MACHINE 


“The Machine That Safeguards Your 
Shipments”’ 
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Speedy, 
Durable, 
Accurate 


Put Your Shipping-Room on an Efficient Basis 
Do away with tags, labels and hand-lettering—mark your 
shipments boldly and legibly, as the Government does, with 


stencils cut on the IDEAL Stencil Machine. Write for free 
booklet and sample stencils. 


IDEAL STENCIL MACHINE CO. 


20 Ideal Block BELLEVILLE, ILL 


Sales offices in principal cities 
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Cable Address “HARSTEELE” 


Sees The J H.W. Steele Co. ne 


New York New Orleans Galveston Texas City 
Savannah Chicago San Francisco 
Special attention given to shipments through New 
Orleans for Latin Americas. We are prepared to arrange 
financing or credits on shipments. 





Western Transfer and Storage Co. 


220 TO 226 STANTON ST. 
EL PASO, TEXAS 
FORWARDERS AND DISTRIBUTORS 
DISTRIBUTION CARS A SPECIALTY 


TWO WAREHOUSES ON TRACK 
The only FIREPROOF storage in El Paso 


Cut Rate Package Car Service from Seaboard Territory 








Buffalo Storage & Carting Co. 
350 Seneca St., Buffalo, N. Y. 


Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 
Warehousemen and Forwarding Agents. Drayage and 
Heavy Hauling a Specialty. Fireproof Warehouse Low- 

est Insurance Rate in City. 
GALVESTON, TEXAS 





OAKLAND CALIFORNIA SACRAMENTO 
POOL CAR ras fed 3 


Rates 


LAWRENCE WAREHOUSE @ 


7 Warehouses and Docks 





CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


RAFFIC WORLD 


DIRECTORY OF TRANSFER AGENTS, FREIGHT FORWARDERS, WAREHOUSEMEN, 
CUSTOM HOUSE BROKERS, ETC. 
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RESHIPPING WAREHOUSE 
F.W. HAGEN & CO. 1131 EAST 77TH STREET 


CHICAGO, ILL. 


LOGICAL DISTRIBUTING CENTRE 
Central House, Dock House ha x gene 
pai South Chicag 


ran 
etiuty b ~~; bi gs Belt Ry. of Chgo. ork J. GE Del’y 
Private Car Switch and Lake Michigan Dock Facilities. 
‘Thru Transit and Chicago Freight Rates Protected. 
, GENERAL MERCHANDISE STORAGE, TRANSFERRING IN TRANSIT 
AND TRANSHIPPING. 
Governed by Illinois Public Utilities Commission. 


CHARLOTTE, N. C. 


Best distributing point in North and South Carolina. 
Pool Car Distribution, General Merchandise Warehouse, 
Fireproof Building, North and South Carolina Distributors 
for Westinghouse Electric Co., De Laval Separator Co., 
New- York; B. J. Johnson Soap Co., Milwaukee; Cudahy 
Packing Co., Chicago, Ill. (Soap Products). Rates 
quoted for storage and reshipping mixed cars. Write us. 


AMERICAN BROKERAGE & WAREHOUSE CO. 


LINCOLN, NEB. 


Best Distribution Point in the West 
Merchandise in car lots distributed to all points. House- 
hold goods assembled and shipped in car lots at reduced 
rates. Cars sent to our warehouses without charge. 


GENERAL DRAYAGE AND STORAGE 
Fireproof Buildings—Trackage Space, 7 cars. 
Service—the foundation of our success. 


CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 


ST. JOSEPH TRANSFER CO. 
sépOny EXPRESS” 
ST. JOSEPH - - - - MO. 


MERCHANDISE STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 


~ CINCINNATI, OHIO 


Consignments of freight in carloads or less for Cincinnati 
and points beyond solicited, at reasonable rates. 


The moving and placing of heavy machinery a specialty. 


THE CINCINNATI TRANSFER CoO. 


Correspondence Solicited. Established 1859. 


ROCHESTER, NEW YORK 


General Storage Forwarding Carload Distribution 


Excellent facilities for reshipping without cartage. Insur- 
ance rate 12 cents. Members of American Warehouse- 
men’s Association and American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


CINCINNATI, OHIO yo/i2°",727% 
J. C. Buckles Transfer Co. 


SAVE THE DIFFERENCE 


Prevailing high freight rates means greater difference be- 
tween carload and less carload rates than heretofore. 


Send us you"lmuibution to North, South, East and West 








Louisville Public Warehouse Co., Inc. 


Accumulators and Distributors of All Classes of Freight. | 
Have COMMERCIAL FREIGHT DEPOT Center 
of City, Storage, Traffic and Transportation Depts. 
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